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A Chapter of Odds and Ends for Trackmen. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The winter that is drawing toa close has been somewhat 
remarkable in a large portion of the country, and the pres- 
ent indications are that the spring will be a ‘little off,” and 
it is safe to predict an early opening for track work, both on 
construction and repairs. In some portions of the country 
construction has not been retarded by winter weather, and 
the mildness of the weather that has prevailed has rendered 
work on track repairs a little mixed and out of the usual 
character. In some instances trackmen have improved their 
drainage and otherwise taken aavantage of the mild weather, 
but there has been a great deai of fine weather wasted dur- 
ing the winter by neglecting work that might have been 
done and which would have forwarded the spring and sum- 
mer work. 

The ‘‘ weather wise” sometimes make mistakes, and it is 
not always safe or advisable to huzard great preparations 
and undertake work ona large scale that is out of season, 
but one can keep along with the weather and take advan- 
tage of every fine day. Those who have not done this may 
partially make up for lost time by making good use of such 
good weather as is in store for us, be it more or less, although 
through March and April we may reasonably expect it to 
be less. 

One of the principal neglected opportunities is the clearing 
of ditches. On some roads this has not been attended to, 
and they are in a miserable condition as a natural conse- 
quence. It is noticeable that in some instances a faint 
effort has been made to clear the ditches in cuttings by re- 
moving the thin mud from the water courses and depositing 
it on the slope; but the deposit is akin to that made in a sav- 
ings bank of the period—it is not reliable. But there is this 
difference: The mud goeth back from whence it came, but 
the ducats are seen no more by the depositors forever. An 
open winter is productive of porridge in cuttings, and no 
favorable opportunity should be neglected for its removal, 
and it should be removed and not left to slide back and refill 
the ditches. 

Pretty soon you will want to distribute ballast, and now 
is the time to prepare the ditches and road-bed to receive it, 
as well as ties and other materials that may be needed for 
repairs and renewals. The importance of this has been set 
forth in these columns at various tim?s, and in some in- 
stances “‘ the seed fell on good ground,” but a resowing is 
found necessary to insure a crop from many waste places. 

A year or two since, the writer of this article loaned a 
copy of the Railroad Gazette to a benighted individual who 
had 75 or 100 miles of track under his charge and was labor- 
ing under difficulties. His track was new, unballasted, 
poorly laid, and he bad but little material and but a few 
men allowedhim. His attention was drawn to a paragraph 
in the Gazette explaining the importance of keeping the 
rails level in cross section on tangents regardless of longi- 
tudina! surface on unballasted roads. The idea was this: 
Two opposite joints are low, and one of them much lower 
than the other, and there is not material enough to hold 
them both up toa good surface. The proper plan is to raise 
the lower joint (or centre, as the case may be) to a level with 
the one opposite. This can usually be done with the material 
at hand, although it may be scant. 

The wheels of a locomotive or car will pass over de- 
pressions very nicely, providing they are level, on tangents, 
and on curves if the regular elevation is maintained. In 
either case, if one rail is lower than the point opposite, it 
gives cars and locomotives a “rock” or lurch to one side with 
a force sufficient to disturb the alignment. The person 
above mentioned remarked that he had no time to attend to 
surfacing, because it consumed most of the time to keep the 
track in line. He had not learned that the easiest way to 
preserve the alignment is by surfacing track crosswise. Of 
course it is always desirable to keep a good longi- 
tudinal surface, but this has reference to tracks 
that lay on a naked road-bed and cannot be put 
in good surface both ways. Not long since the writer met 
the aforementioned trackman on a trip over his (the Road- 
master’s) road, when the latter remarked that the few hints 
he received from reading a column and a half in the Gazette 
had been worth a great deal to him and thousands of dollars 
to his company. ‘* You see,” said he, “‘ that I had not been 
accustomed to ‘ keeping a road upon notbing,’ and it was 
new business to me. The track being neked and nothing to 
hold it, those ‘lop-sided joints’ you spoke of kept me in con- 
stant trouble. I got tired of throwing the track into line. 
It would not stay, and we used to drive stakes at the ends of 
the ties, which afforded temporary relief; but the fearful 
lurches of our big locomotives would soon crowd stakes and 
all out of line. But when I adopted your plan of surfacing, 
I had no more trouble in keeping a good line, and the labor 
[ used to put on the alignment I now put on the surfacing, 
which is like ‘ killing two birds with one stone,’ it keeps up 
both line and surface with the labor that used to be con- 
sumed on liningalone. The whole line (nearly 400 miles) 
is now worked on that plan, and although there are many 
miles of it yet without ballast, the most of it is in fair con- 
dition. Our track is not smooth by any: means, but when 
an engine or car goes down into a low place, it goes down 
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both sides alike, and as the track is in line there is none of 
the old-fashioned slashing about from side to side, which 
was both dangerous and disagreeable.” 

There are others who might, like our friend, learn to make 
a better use of labor and material than they have been ac 
customed to, and the poorer their employers are the greater 
the necessity of making proper use of time and labor to in- 
sure the prompt appearance of the Paymaster. 

Open winters are more liable to disturb boulders that lie 
on mountain sides and slopes than a constant hard winter, 
and the alternate freezing and thawing, together with fre- 
quent rains, render it dangerous in hilly countries on ac- 
count of land shdes and loose boulders. Trackmen should 
be vigilant and see that nothing can be precipitated on the 
track from the effect of frost and rains. A safe plan is to 
examine all these things thoroughly, and any rock, boulder 
or body of earth that looks suspicious should be dislodged 
and put out of the way by a competent force of men, where 
by such unexpected obstructions may be disposed of in such 
a@ manner as not to cause trouble. 

The usual spring freshets are a great deal ahead of time 
this year, and a large area of the United States has already 
had its trouble in this line, but there are some sections of 
country yet covered with a considerable depth of snow, 
which may cause trouble if it goes off with rains, and it is 
well to see that water-courses are not obstructed with drift- 
wood or floating ice. A little precaution at this time may 
save a great deal of trouble, and trouble with trackmen 
means destruction to life, limb and property. 

It is not likely that much damage will result from ice 
gorges the coming season, but it is well to have an eye out 
where there is any possibility of trouble from that source. 

The main thing with trackmen at all seasons is to adopt 
measures to avoid a repetition of any trouble that occurred 
last year or any years previous. Railroad men should con- 
sider themselves as in constant warfare with the elements, 
and be ever on the alert to foil the enemy, fom whichever 
direction he may come. 

A few spring-like days will prepare the dead leaves and 
dried grass for the usual spring fires, and a stray spark may 
at any moment start a fire that will consume much fence 
and other property. Wood-sheds and round-houses accumu- 
latea great deal of combustible matter during the winter, 
and unless there is a general cleaning up they are ready to 
be burned in the spring. A sweep in time may save a fire. 

Wm. 8. HuntTINGTON. 





Criticism of the Forth Bridge. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

For want of time I could not sooner ask your permission 
to say a few words in reply to Mr. C. L. Strobel’s communi- 
cation in your issue of Feb. 17, 1882, in which he takes ex 
ception to my criticism of-the Forth bridge design, and im 
putes to me unfairness and want of appreciation for its 
authors and designers. 

I do not wish that my skepticism at their designs should 
be interpreted as deficiency in courtesy to them or want of 
esteem for their high reputation ; for should they think so 
I would be sorry and ready to apologize. The fact remains 
that the design, as published in the London Engineer, de- 
scribes the matured principle of the proposed construction, 
and that it forms a legitimate matter for criticism, perhaps 
expected and desired by the English engineers. 

Mr. Strobel has not correctly stated the points which I 
had made and to which he objects. He is pleased to say 
that I did not mention the difficulty of making connections 
with the proposed tube sections. It is the very thing I had 
emphasized, aud had added that the mastery of any bridge 
construction becomes manifest in the disposition and ar- 
rangement of and for the connections and the facility of 
their manufacture. 

Further, I am made to say that it will be impossible to 
get inside of the 12-ft. tubes. I have neither said nor im- 
plied this. Then follow some remarks on columns and tubu- 
lar bridges. 

On columns, this may be said : 

1. As yet we are not prepared to admit for them a rea- 
soning ‘‘ from small to big,” analogous to the one used once, 
for the tubular bridges, namely, from short to long plate- 
girders. We rather suspect that the imperfections of manu- 
facture, which in small columns (such as ordinarily used in 
our bridges) under wear become hardly noticeable, are 
likely to prove elements of danger in large columns, espe- 
cially if carried to the extreme of 360 x 12 ft. 

Iam not unmindful of England’s producing the largest 
steel armor plates and of having plant for steel work in pro- 
portion, but I do not imagine that they have or are likely to 
get plant large enough to produce a column of the Phonix- 
ville pattern 360 ft. x 12 ft. diameter. The London Engi- 
neer gives asa reason for the intended use of the tubular 
section that experiments have proven that inch for inch it is 
the strongest, which no one can gainsay, for ordinary 
lengths. A column 12 in. diameter 30 ft. long, composed of 
spliced plates, say 20 in. x 10in. x 14 in., and with such 
minimum bracing, as the London Engineer mentions, 
would be a mere model on a scale of y; fcr the proposed 
monsters. There are, I think, not many bridge engineers 
who have not. had a visit from some patentee of some new 
bridge of wonderful strength. To prove it, he would show 
you a model perhaps 4 ft. long and 8 in. high, put it on two 
chairs and sit square down on it, and assure you that if you 
take the proportions of rods, braces, chords and his own 
weight, his bridge is stronger than anything in existence. 
And there are a good many to whom the reasoning is as 
logical and sound as to the patent-peddler himself. He will 
not conceal his contempt for you, if you tell him thata 








from its own weight. We have no experience how far a 
similar argument may not be true for small and big columns. 
The proposed 360 x 12 ft. columns for the Forth bridge are 
a risky experiment at best. 

2. The theory of columns is yet uncertain, having been 
derived from a limited number of tests on a comparatively 
small scale; the sometimes conflicting results of these tests 
indicate a complexity of condition yet to be solved. For the 
theoretical speculator it has great attractions as admitting 
of argument ad infinitum. The practical bridge builder 
wantsto know more, and as it happens, it is one of the 
reasons why that, just at present, we are petitioning Con- 
gress for an appropriation for tests of iron and steel ona 
larger szale, such as individual firms cannot undertake for 
their costliness. 

3. To hold up a big load at a great height, the open tower 
form (frame) provesthe best and safest, admitting of man- 
ufacture from sizes and shapes obtainable in the market, 
and greater facility of erection. The resulting stresses, 
vertical and transverse, both traveling a prescribed way, 
can be traced with some certainty under assumed unfavor- 
able conditions of loading. 

4. Because the spans are of unprecedented length, and 
because trains are to go over it at 30 miles an hour, it does 
not yet follow that it should require unexampled forms and 
means for construction, which always mean increased cost. 
To my knowledge there are no works in England and on the 
continent making bridge-building- an exclusive business, as 
is the case in the United States ; and what these, with their 
special tools and plant for the rapid, accurate and econdmi- 
cal execution of heavy bridge-work could not accomplish 
without great cost, it is fair to presume cannot be done any 
cheaper in England. In this respect a visit to the United 
States would benefit the esteemed authors and advisers of 
the Forth bridge. 

In reference to the tubular bridges, of which Mr. Strobel 
is kind enough to inform us that trains manage to get inside 
of them, it may be said, without unfairness or want of appre- 
ciation for tne truly great and courageous engineers who 
built them, that their bridges to-day could profitably be sold 
for scrap, to clmost' pay for modern frame and structures 
which are lighter, stronger, and incomparably cheaper te 
maintain. 

Mr. Strobel mentions the erection of the Conway and 
Britannia bridges as instances of lifting heavy girders, which 
is true, for they had no other practicable way left to get 
them into position. But it is possible that there is a differ- 
ence between lifting from a big stone pier, building up un- 
derneath (as was the case with the above-named bridges) 
and lifting from cantilevers 150 ft. overhead. In Chicago 
blocks of houses, much heavier than 2,000 tons, have been 
lifted and moved from their foundations, without causing 
cracks in the walls. I myself had occasion to propose lifting 
4 ft. high, a bridge 1,000 ft. long, keeping travel going over 
it, in all about 2,400 tons. Such performances, however, 
differ, one would think, in cost and risk from lifting 1,600 
tons for 150 ft. from cantilevers in such way as to be secure 
“against hurricanes at all stages of erection.” 

Even if the English engineers intended to avail themselves 
of the action of the tides for lifting their 500-ft. spans, the 
risk and cost would stiil be likely to prove greater, as com- 
pared with the method of ‘* building out to meet.” That it 
was preferred in the instance of the Kentucky River bridge, 
as against “lifting,” confirms the opinion of it being a safer 
and more economical method of erection for long spaus, 
where false works are impracticable. As it requiresan ex- 
cess of material over what is needed in the finished struc- 
ture, the aim of the engineer must be to make it as small as 
possible. The English design does not promise this, notwith- 
standing that the London Engineer mentions this method of 
erection as the one proposed. It will be admitted that the 
question of erection needs to be considered in choosing a 
bridge type. It is pertinent to remark on this occasion, that 
for bridging our great detrital rivers, in view of announced 
legislation for longer spans and greater height for naviga- 
tion, and considering the hazardous erection on high false- 
works (see Glasgow Bridge over Missouri River), the risk of 
which the railroads are always careful to put on the bridge 
contractor, the use of the customary parallel chord trusses 
for long and short spans alike will gradually change to the 
use of types which admit of at least equal final economy 
and of erection without false works in the dangerous por- 
tions of a river. 

I presumed the principle of lateral bracing in cantilever 
bridges to be known, but to some Mr. Strobel’s explanation 
thay be welcome. 

My complaint of irreverence for authorities is caused by 
disappointing experience. No doubt much valuable infor- 
mation can be had from them, but, take nobody’s word for 
it and try it yourself, is a safer rule. 

My sketch was merely to suggest how the proposed design 
could be modified to bring it within reach of even the largest 
bridge works with existing plant and with sizes and shapes 
obtainable in the market. However, my humble individual 
opinion is, that a design is possible, filling all the previously 
stated six conditions, without exceeding a height of 360 ft. 
for vertical towers, requiring for erection no excess of 
material above what is needed in the finished structure, and 
permitting greater economy in construction and erection 
than the design proposed. 

The English railroad companies projecting the bridge 
being assured that it can be built, will ask how much will it 
cost. 

If there is a sin for which the engineering profession has 
ever been rightfully reproached it is for making short esti- 
mates. : 

It would be a good plan for the English railroad com- 





bridge 200 ft. long built to his proportions would fall down 
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for prices from among English and European bridge-builders. 
(American bridge-builders could not compete, with material 
and labor so much higher here, even if English patrictism 
would let tbem.) The instances of the Douro Bridge and 
more recently of the pro osed Rhine Bridge at Mayence, 
show how many different ingenious plans may be proposed for 
given conditions. The plans shonld be accompanied by an esti- 
mate of cost at which the proposing parties are ready and 
willing to build the bridge. This would reliably inform the 
railroad companies as to what the bridge would cost, and 
also enable them to select a good design. 


Such a course for the Tay Bridge would probably have 
prevented the disaster, though the first cost of the bridge 
would probably have been — 
G. LINDENTHAL, Bridge Engineer. 
PITTSBURGH, March 3, 1882. 





Contribution ‘to the History of the Link Motion. 











BY JOHN L. WHETSTONE, ESQ., CINCINNATI, OHIO, 


This paper is published in the February number of the 
Jouraal of the Franklin Institute, prefaced by the follow- 
ing letter from Mr. Coleman Sellers, directed to the Com- 
mittee of Publication of the Franklin Institute: 


‘In view of the recent proposed’changes in the system of 
link motion for steam engines it seems very desirable that 
tbe work already done in the same direction should be re- 
corded. I therefore wrote tomy friend Mr. Whetstone for 
bis recollection of a system originated ~! him, whereby he 
obtained with one eccentric a reversing link, and employed 
ithe motion of the cross-head to give the lap and lead. Also 
ifor his method of plotting the ordinary lhnk motion. The 
paper pow submitted has been sentto me for such use as I 
imay desire to make of it. During the time that be was en 
‘gaged on the work he describes I had full knowledge of his 
metheds, as I was with him in the same establishment, being 
‘foreman 2f the locomotive shop in which he had charge of 
tthe drawing room. Mr. Whetstone was one of the most 
brilliant of the mechanical engineers who at that time 
tturned their attention to the locomotive, but the necessity 
arising for him to take charge of important interests not 
involving so directly an attention tothis branch of mechan- 
ical engineering, his attention hasin some measure been 
directed from it. Submitting his paper with this note as 
explanatory, am, Yours truly, 

“COLEMAN SELLERS.” 

In the years 1851-2 the writer assisted in the designing 
and constructing some locumotive engines for a special pur- 
pose, and the arrangement of the valve gear was especially 
assigned to him. From the peculiarity of the general ar- 
ravgemeut of the machinery, it was found impracticable to 
use more than one eccentric for operating the valves of each 
engine, aud it was necessary to use a valve with considerable 
lap. There being barely room for une eccentric for each 
engine on the driving axle, the device of shifting a lead ec- 
eentric across the axle for the purpose of obtaining lead for 
the forward and backward movements ould not be applied. 
The valve gear which was finally adopved was substantially 
the same as represented in fig. 7, with slight modifications. 
The eccentric was set so as to be at half-throw when the 
crank-pin was at the ends of the stroke or at the dead point, 
and connected by « rod to an arm on the rocker shaft hav- 
ing at its other end a double arm, carrying a link bar for 
the purpose of giving reversmg movements to the valve. 
The position of the rocker arm and link bar was therefore 
the same when the crank was at either end of the stroke, 
viz.: that shown in the fig. 7at 4 BC. For the purpose of 
giving the advanced movement requisite for the lap and 
Jead of the valve, the shifting or reversing rod (one end of 
which is properly swiveled to the link bar) is connected to 
the fulcrum F of a lever, the longer arm of which is suitably 
attached to the cross-head of the engine, the shorter arm 
being geared to the valve-rod at G, or to any snitable device 
necessary to transmit the movement to the valve. The 
length of the arms of this lead-lever are such that when the 
fulerum F is et the half throw cf the eccentric the upper 
wrist of the lever G is removed from the centre line HK to 
tie extent of the lap and lead of the valve, the longer end 
connected with the cross-head then at one end of the stroke, 
and if the cross-head be at the other end of the stroke, the 
upper wrist will be as far removed to the opposite side of the 
centre line. 

It will also be observed that the position of the wrist oper- 
ating the valve-rod will remain the same, in whatever part 
of the link bar the reversing bar or rod DF may be situated, 
whether in full gear forward or backward, or at any inter- 
mediate point, and the lead of the valve will be the same at 
both ends of the stroke. The throw of the eccentric for this 
valve gear will be shorter than the travel of the valve, inas- 
much as part of the valve movement is obtained from the 
cross-head. In practice it is found that about two-thirds of 
the lead of the valve is cbtained from the cross-tead, and 
the eccentricity of the eccentric is lessened to that extent. 
At first sight it would seem as though the whole was due to 
the cross-head, but it must be borne in mind that during 
the last half of each stroke of the piston the eccentric motion 
is in a direction opposite to that of the cross-head, thus com- 
bining the two movements to extend the travel of the valve. 
The effect of this combination is to accelerate the movement 
of the valve at the opening of the ports, and to retard it at 
and toward the end of the throw of the valve, thusgiving a 
longer admission of steam with a given lap of valve than \ 
the eccentric motion alone. It would be quite practicable 
to operate the rocker-arm link of one engine from the cross- 
head of the opposite engine, the lead being obtained from 
its own cross-head, and probably the greatest objection to 
such an arrangement would arise from the fact that the dis- 
ability of one engine through an accident would render the 
valve movement of the other engine inoperative. 

In 1853-54 the link-motion, as it is termed (combining the 
movement of the forward and backward eccentrics) began 
to be generally adopted on locomotives, in place of the 
booked or forked eccentric rods previously employed for 
reversing movements of the engine, in connection with sep- 
arate eccentrics and valves arranged for the purpose of cut- 
ting off the steam at different parts of the stroke. The 
almost universal employment of the link motion at the 
present time in engines of every description which are 
required to run at high rates of speed, affords evidence of 
its acknowledged superiority over other forms of valve 

ear. 
Mf At the time of their first introduction, the great ey 
of adjustment of the working parts so as to produce equal- 
ity of cut-off or suppression of the steam on both strokes of 
the piston at all desired positions of the link gear operated 
as a serious objection to their use. The writer being then 
engaged in designing and constructing locomotives in a large 
establishment, determined, if possible, to devise a system 
of arrangement of the various parts of a link r which 
should secure the above results. The difficulty of this prob- 
lem is enhanced by reason of the variety of elements modi- 
fying the movements of the valve, and which must be taken 


into the account in its solution—as, for instance, the 
proportionate lengths of the main connecting rod and 


crank, the lap and lead as compared with the 
travel of the valve, le of rocker arm, radius 
of link, all of which some extent require modi- 


fications of the link . ,Adopting as a motto the aphor- 
ism of Lord Bacon that Nature can only be conquered or 
rendered subservient:to our. purposes by implicit obedience 
or compliance with her laws, the writer determized to find 
the several positions of the link requisite to produce sup- 
pression or cut-off at the principal puints in the stroke of the 
piston, in forward and back gear, and then endeavor to ar- 
range the reversing gear so as to maintain the link in the 
position so ascertained. For this purpose the positions of all 
the main lines and centers of the several parts of the engine 
involved were accurately laid down of full size on a draft- 
ing table. viz., the “entre line from cylinder to driving axle, 
showing centre of cross-head wrist at each end of the stroke, 
and at half-stroke, and three-quarters and seven-eighths 
stroke each way. They are described 3 the centre of wrist 
on rocker arm to be operated by the link, on which are 
marked the lap and lead for the valve, as previously deter- 
mined upon, the centre line from driving axle bisecting the 
arc described by the rocker arm in its travel. In the accom- 
panying illustrations this last named line is coincident with 
the centre line from cylinder to driving axle. The circles O 
A O’ B, figs. 1, 2, represents the circuits described by the 
crank wrist, and D Ec f the circuit d scribed by the centre 
of the two eccentrics. ‘The positions of the crank-pin at the 
different parts of the stroke are obtained by using a tram or 
beam compuss set to the length of the distance between the 
centres of the driving axle and that of the cross-head wrist 
at half stroke shown at }g online G H, fig. 3 (thus repre- 
senting the length of the main connecting rod), one leg of 
tram —e placed at the desired point in the stroke. With 
the other leg arcs are described intersecting the crank cir- 
cie O A O’ B at points marked half stroke, fig. 1, and F, 
KB, KF’, KB’, fig. 2. Tne position of the forward and back 
eccentric are determined by drawing a line, A B, fig. 1 
through the centre of the driving axle at right angles to the 
centre line extending to the rocker arm to be operated b 


- 


the link, and another line, -X Y, parallel to A B and distant 
from it equal to the amount of lap and lead to be given to 
the valve. The points of intersection with tbe circle D Ec f 
will represent the centres.of the two eccentrics when the 
crank pin is at O at the end or commencement of the stroke. 

A template V, fig. 1, is made of sheet metal or stiff card 
board, having a small holé at z, and with edges coincident 
with the crank-pin, and with radial lines z 1, z 2, passing 
through the centre of the eccentrics F B, and by inserting a 
needle through the small hole z into the centre of the driv- 
ing axle and placing the edge z c at the intersections repre- 
senting the crank-pin at various portions of the stroke the 

itions of the eccentrics at each position of the crank can 

marked with a pencil or pen intersecting the circle D Ec 
f. Thus the forward and back eccentrics respectively will 
be at O F and O B, fig. 1, when the crank is at O; at \% F, 
1 B F when crank is at half-stroke; at O F’ and O B’ with 
crank at O’ and at % F’ and \ B F’', with crank at the 
other half-stroke. By a similar procedure the relative posi- 
tions of the eccentrics at any other desired point of the 
stroke, say seven-eighth stroke, is obtained as shown in fig. 
2, where F and B F are the centres of the forward and back 
eccentrics with crank at % F, moving in the direction of 
the arrow, and #' and Bk’, with crank at % F’, and B and 
F B, with crank at % B, and B’ and F B’, with crank at % 
B’, moviug in the opposite direction. 

Another template W, fig 3, is made with a curved edge 
havi-ig a radius equal to the distance from the points C or D, 
fig. 1, 2, to the rocker-arm wrist when at mid throw, the 
corners 3, 4 representing the centres of the knuckles con- 
necting with the eccentric rods, a hole being cut through 
the template, one side of which coincides with a straight 
line dividing the link into two equal portions. The length 
of the eccentric rods is obtained ty placing the curved edge 
of the link template opposite to the corner 3 in contact with 
the rocker-arm wrist centre when at mid throw, at O’, fig. 3, 
and moving the body of the template to a position where 
the same tram will touch the points D, figs. 1 and 3, on the 
template, and C, figs. 1 and 4 on the template. With the 
length thus obtained as a radius, and the centres at the 
intersection 4 F and \¢ F’, fig. 1, describe the arcs 4 F, }4 
F’ above the centre line G 4, fig. 3, and from the centres ¢ 
BF and \y B F’, fig. 1, describe below the centre line the 
ares i B Fand \ B F’, fig. 3. The lap of the valve having 
been marked as shown in fig. 3, the template W is now 
placed with its corner 3 in contact with the arc \¢ F, and 
corner 4 in contact with arc 4 B F, and moved along until 
it reaches the place indicated in fig. 8, where the curved 
edge cuts the point marked Lap, being the point of suppres- 
sion or cut-off, and with a pen or pencil the line a 6 is drawn 
along the straight side of the hole in the template. By a 
similar process, using the ares }¢ F’ and }¢ B #’ the line c d 
is obtained, and their intersection at e determines the vib- 
rating centre of the link and its position to cut-off at half 
stroke on the forward movement of the engiue in the direc- 
tion of the arrow, fig. 1. By a similar process the intersec- 
tions at g are obtained, being the position of the link-vibrat- 
ing centre for the backward movement of the engine. The 
vibrating centre of the link should be marked on the tem 
plate at m. 

The next step to be taken is to obtain the position of the 
vibrating centre of the link in order to cut off the steam at 
seven-eighths stroke of the piston in forward and back gear. 
For this purpose, with the centre F, fig. 2. and the length 
of eccentric rod for radius as before, the ares 7 F, fig. 4, is 
described downward from the centre line and a little above 
it, each end of the arc being suitably marked to identify it, 
and from the centre B F, fig. 2, the arc % B F, fig. 4, is de- 
scribed at some distance below the centre line, and suitably 
marked. By traversing the corners 3, 4 of the link template 
W along these arcs until the curved edge iutersects the lap 
point, the position of the vibrating centre in order to effect 
cut-off at seven-eighths stroke is found to be at a, fig. 4. By 
describing the ares % F’ and \% B F’, fig. 4. from the centre 
F’ and B F’, fig. 2, and traversing the template W as before, 
the position for the vibrating centre of the link for cut-off at 
seven-eighths stroke in forward gear is found to be at b. By 
similar procedure the corresponding positions for back gear 
are found at ¢ d, fig. 4. 

Having now ascertained the precise vibrating centre of the 
link, and its required positions to effect equal suppression of 
steam at the.most important parts of the stroke both in for- 
ward and back gear, it now remains to adjust the reversing 
gear to meet those requirements. Fig. 5 represents at 
abedeg the several points determined in the other draw- 
ings. The length of the suspending or sustaining bar on 
which the link vibrates being determined upon, with this 
length for radius the intersecting arcs h and h’ are described 
from aand 6b as centres, and m and m’ from the centres c 
andd. Then with the centres A m with the length of the 
lifting arm for radius the intersecting arcs A C are described, 
and from h’ and m’ the intersecting arcs B and D, all which 

ints indicate a ble position for the reversing shaft. 

he reversing shaft may be located at any of the points A, 
B, C or D, though in practice the writer always adopted 
that shown at A in all the locomotives constructed under his 





direction. In practice all the operations were performed on 


lone drawing by describing the ares of the eccentric rods in 
different colored inks, and with dotted or full lines to avoid 
confusion of lines, and the indications of the diagrams were 
fully realized in practical —S of machinery con- 
structed in accordance therewith. To insure against possi- 
ble errors in the drawings, every different class of vaive 
gear was tested on a full-sized adjustable working model be- . 
ore Commencing on a working machine. With a well con- 
structed working model capable of adjustment to all the 
varied positions and proportions for cranks, eccentrics, 
rocker arms, connecting rods, etc., with links of proper radii, 
the position for the vibrating centre of the link at the various 
points of suppression or cut-off can be readily obtained 
after careful adjustment of the eccentrics and rods so as to 
obtain the correct lead to the valve, when the piston is at 
either end of the stroke, by moving the vibrating centre of 
the link on the central line as G m, fig. 3. until the position 
m is obtained such that with the piston at either half-stroke, 
when the link is moved to the point of suppression for either 
stroke, the vibrating centre shall be at the same point, which 
can be ascertained after a few trials. The exact position on 
the link for its vibrating centre being determined, if the 
cross-head is set at three-fourths or seven-eighths stroke for 
each stroke, the position of the vibrating centre of the link 
can be noted for the point of suppression at each stroke 
both in forward and back gear, and the position for re- 
versing shaft can be determined as explained in fig. 5. 

_ Fig. 7 represents the general arrangement of rocker arms, 
link and crcs;-head attachment for a valve movement with 
a single eccentric, or its equivaleat, which in this case, fig. 
6, isa wrist on the end of one arm extending from the 
crank-pin toward the axle centre, and adjusted so as to oc- 
cupy the position marked C at right angles to the line from 
the axle centre to the rocker arm at mid-throw when the 
crank-pin is at O. The template T is used for marking the 
positions of the wrist C, fig. 6, at various parts of the stroke, 
as in the case before described, and the template a bc def g 
h, with a hole corresponding to the rocker shaft, is used to 
mark the positions of the link at corresponding parts of the 
stroke, the dotted lines k m, n m, represeut the positions of 


y | the lead lever to cut off at both half strokes. Now with the 


centre p, and the shitting bar for radius, the arc s t is de- 
scribed, whose intersections 2,2 show the proper position 
for the shifting bar to cut off at half stroke in forward and 
back gear, and with centre r and same radius, the are u v 
is described for the purpose of determining the cut-cff points, 
4,5, for the other half stroke. By marking off on a straight 
edge the length of the shifting bar and the ey of supprs 
sion D, and laying this straight edge at p 2, p 4, the points 
of suspension ¢’ d’ are obtained. By similar proce:-s the 
points a’ b’e’ fg’ h’ are ascertained, being the points of 
suspension for cut-off at half-stroke and three-quarter stroke 
for both strokes in forward and back gear. From these 
points as ce.tres the intersecting arcs 7’ Ah’ m’n’ are de- 
scribed, with the suspending bar for radius, and by bisect- 
ing the chords i’ m’ and 4’ n’, the centre for the reversing 
shaft x is found, and the length of reversing arm deter- 
mined. The reversing shaft may be placed above the centre 
of the rocker shaft, and its ition ascertained by similar 
process; but when practicable the position below the rocker 
shaft is preferable. Thisstyle of valve gear is more es- 
pecially applicable and adapted to freight engines having 
small drivers, inasmuch as all the valve gear is readily 
within sight and reach, and with a given lap and travel of 
valve a longer admission of steam in full gear is attained, 
with the same range of cut-off as in the shifting link. The 
uniformity of lead at all positions in gear is not favorable 
to = attainment of the highest speeds required in passenger 
traffic. 








Joint Executive Committee Meeting. 


Pursuant to the call of the Chairman, the Joint Executive 
Committee convened at 12.15 p. m., Wednesday, March 1, 
at No. 346 Broadway, New York. - 

The following companies were repres7nted : 

Baltimore & Obio, Robert Garrett, Frank Harriott, C. K. 
Lord, C. 8. Wight. 

Boston & Albany, Wm. Bliss, Arthur Mills. 

Canada Southern, W. P. Taylor, W. H. Perry, W. H. 
Hurlburt. 

Chicago & Alton, H. H. Courtright. 

—_ Burlington & Quincy, E. P. Ripley, Percival 
well. 

Cincinnati, Hamilton & Dayton, J. H. Devereux, O. B, 
Skinner, A. H. McLeod, A. J. Smith. 

Cleve , Col., Cin. & Ind. O. B. Skinner, A. J. Smith, 
Edgar Hill. 

a Grand Haven & Mil, Godfrey McDonald, T. 
Tandy. 

Fitchburg, J. Whitmore. 

Grand Rapids & Ina., A. B. Leet. 

Great Western, G. B. Spriggs, Wm. Edgar. 

Indianapolis & St. Louis, O. B. Skinner, H. W. Gays, 
A. J, Smith. 

Indiana, Bloomington & Western, H. C. Diehl. 

Lake Erie & We tern, E. H. Waldron, W. 8. Weed. 

Lake Shore & Michigan Southern, John Newell, G. H. 
Vaillant, J. T. R. McKay. 

Marietta & Cincinnati, R. M. Fraser, T. P. Barry. 

Michigan Central, H. B. Ledyard, J. A. Grier, A. W. 
Street. 

New York & New England,G. H. Williams. __ 

New York Central & Hudson River, W. K. Vanderbilt, 
H. J. Hayden, C. B. Meeker. , a 

New York, Lake Erie & Western, Robert Harris, Jno. N. 
Abbott, R C. Vilas. 

N. Y., Penn. & Ohio, E. Foley, J. M. Adams, P. D. Cooper, 
W. B. Shattne, G. G. Cochran. 

Onuio & Mississippi, William Duncan. it 

Pennsylvania Company, E. A. Ford, William Stewart, 
D. S. Gray, C. L. Cole, R. W. Geiger. 

Pennsylvania Railroad, A. J. Cassatt, J. R. Wood, J. MeC. 
Creighton. 

Phil., Wil. & Baltimore, J. S. Wilson. 

Pitts., Cin. & St. Louis, E, A. Ford, F. L. Kingsbury. 

Troy & Boston, Joseph Crandell, C. A. Nimmo, c. E 
Lambert. es om 

Vandalia Line, E. A. Ford, H. W. Hibbard. 

Wabush, St. Louis & Pacific, A. C. Bird, J. M. Osborn. 

The ae companies, members of the committee, were 
not represented: - m0 

Boston, Hvosac Tunnel & West.: Central Vermont; Chi- 
cago & Grand Trunk; Chicago, Ind, St. L. & C.; ne 
Lansing & North; E, T, H. & Chicago; Grand Trunk: Il 
Midland: Louisville & Nashville; N. Y., N..H. & Hart; 
Peoria, Decatur & Evansville. 

Also present, Albert Fink, Chairman; 
Secretary; H. C. Blye, General Agent. 

WEDNESDAY’'S PROCEEDINGS. 
ADDRESS BY THE CHAIRMAN. 


Cc. W. Bullen, 





“GENTLEMEN: The Executive Committee has not met 
since Aug. 10, 1881. It is not necessary to refer at length 
to the unsatisfactory state of affairs that has existed since 
that time in the management of the freight and passenger 
traffic of the railroad companies which you represent. 

“The want of co-operation on the part of the members of 
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this association, in maintaining the established tariffs, has 
prevented the railroad companies not only from securing 
reasonable compensation for their services, but bas forced 
them to expend a large amount of money in carrying traftic 
for less than cost. 

“The principal object for which this meeting has been 
called, is to consider what measures should be adopted to se- 
cure the maintenance of reasonable and just tariffs, in order 
to prevent the great losses that have been incurred, as well 
as to correct the many evils which necessarily result from a 
want of co-operation, and of which the public have a just 
right to complain. 

**T have already notified the members of the committee, 
in my letter of Feb. 11, and Circular No. 314, that the trunk 
lines have entered into agreements as to the division of the 
freight and passenger traffic, which agreements are of such 
a character as will secure hereafter a co-operation of those 
lines, which is a pre-requisite to the success of any measures 
you may adopt. 

“Tne Trunk Line Executive Committee, which acts also 
as your Standing Committee, suggests to you the considera- 
tion of the following measures, viz.: 

{Vhe Chair then read the suggestions made by the Stand- 
ing Committee, but to avoid repetition, and as the reports 
were substantially adopted, tke resolutions, as finally 
passed by the committee. will be reported at the proper 

lace.) 
pe The Chairman continue: 

“T suggest that this general plan, with such modifications 
as you may deem necessary, shall be perfected, with the 
view of remedying the grave evils of past railroad manage- 
ment. : 

“*T hope that the members of this Committee are prepared 
to take decisive action at this meeting. It is the general 
sentiment that there is no use of making any further agree- 
ments for the maintenance of tariffs, if no measures are 
provided to carry out such agreements, 

‘There are some other subjects to come before the meet- 
ing. but they need not to be acted upon, if no agreement is 
reached upon the more important matters. 

‘*The meeting is now ready to proceed to business.” 

The report was read by sections, and each section sepa- 
rately considered and adopted, except Articles V. and VL., 
which were referred to a committee for amendment, 

The following gentlemen were appointed upon said cOm- 
mittee: Messrs. Ledyard, Harriott, Skinner and Gray. 

The article referring to the division of passenger earnings 
was referred to a committee consisting of the general pas- 
senger agents of the roads represented. 


DIVISION OF TRAFFIC, 


The Chairman said that the next question for considera- 
tion was the division of traffic at initinl points; that it was 
necessary to adopt some improved methods for the purpose 
of carrying out such division, and that he would recommend 
that committees, composed of the representatives of the 
initial roads at the various points, consider the subject and 
report their conclusions to this meeting, and said that prompt 
action was necessary. There was a general feeling that the 
east-bound tariff could and should not be advanced before 
measures were taken that would guarantee the maintenance 
of rates. 

Another important question to be considered was the 
division of live stcck traftic and advance of rates on live 
stock. Nothing can be done to advance the rates until divis- 
ions of live stock traffic are made at Western points. The 
trunk lines have agreed upon a division of the live stock 
traffic, but the percentages have not vet been determined. 
This need not prevent the Western roads from completing 
their divisions. Some binding arrangements should be 
made by which rates will hereafter be maintained, and he 
would suggest as an improvement on former methods that 
the 10 per cent. drawback heretofore allowed when live 
stock was forwarded according to the instructions of the 
joint agents, be collected by the terminal roads at the points 
of destination and placed in the handsof a joint agent, to 
be refunded to the shipper when shipments have been made, 
in accordance with the directions. 


COMMITTEES ON DIVISIONS. 


The Chairman then stated that all there remained to be 
done to-day was the appointment of the various committees, 
which be announced as follows: 

Chicago Committee.—Messrs. Newell (Chairman), Led- 
yard, Harriott, Stewart (Mr. Fink representing the Chicago 
& Grand Trunk.) 

St. Louis Committee.—Messrs. Bird (Chairman), Ga ys, 
Hibbard, Courtwright, Duncan. 

Cincinnati Committee.—Fraser (Chairman), Kingsbury, 
Skinner, Cocbran. 


Indianapolis Committee.—Messrs. Gray (Chairman), 
Skinner, Ingalls, Bird 
Louisville Committee.—Messrs. Duncan (Chairman), 


Geiger, Burke. 

Detroit Committee.—Messrs. Spriggs, Taylor, Vaillant 
(Mr. Fink representing Grand Trunk). 

loledo Committee.—Messrs. McKay (Chairman), Spriggs, 
Taylor, Cole, Bird. 

Cleveland Committee.—Messrs. Cochran (Chairman), Vail- 
lant, Cole. 

Peoria Special Committee.—Messrs. Gays, Skinner, Hib- 
bard, Bird, Grier. 

On motion, meeting adjoirned to Thursday, March 2, at 
1 o’clock p. m. 

THURSDAY'S PROCEEDINGS. 

The Committee reassembled pursuant to adjournment, at 
2.35 p. m. 

Asa number of the roads were not represented at the 
meeting yesterday, whose representatives are now present, 





“‘ Fourth. That all authority to vary rates or to meet re- 
duced rates of competing lines shall be absolutely with- 
drawn from the line and soliciting agents. It shall be the 
duty of these agents to report any violation of agreement 
by competing lines to the general freight: agents of the ini- 
tial roads, over which the line is operated, at the point where 
such violation occurs, and the general freight agents shall 
report to the Chairman of the Executive Committee, who 
shall take action under the agreement of March 11, 1881, 
with the advice of the ‘'runk Line Executive Committee, as 
provided in said agreement. 

** Fifth. That at all points where traffic is divided, a joint 
agent shall be employed, who shall be under the immediate 
directien of the general freight agents of the initial lines, 
acting jointly, and who shall bave the supervision of all bills 
of lading issued, with power to examine the books, manifests 
and accounts of the different railroads and their fast freight 
lines, with the object of ascertaining that all freight is en- 
gaged and shipped at tariff rates, and that the agreements 
for the division of traftic are fully complied with. 

**Sirth. That line agents and soliciting agents at points 
where a division of traffic is made shall be placed under the 
full control of the joint agent. who is to direct them as to 
the line over which they are to solicit or not to solicit busi- 
ness, in order to assist in the equalization of balances, as 
agreed upon in the division. 

‘seventh. When traffic originates upon roads which are 
not represented on the Joint Executive Committee, the con 
necting roads over which the traffic passes, represented on the 
Coramittee, : hall be held responsible for the maintenance of 
rates, and shal] under no circumstances charge less than the 
full proportion of the through rate; and all roads repre- 
sented on this Committee shall refuseto receive any traffic 
upon which the agreed rates established by this Committee 
are not maintained, and joint notice to that effect shall be 
given to all connecting roads. 

** Eighth. That no rebate vouchers of any kind shall be 
paid by any of the trunk lines, or any Western roads or line 
organizations on through business that passes over the trunk 
lines, without such vouchers are first submitted to the oftice 
of the Chairman for approval; and the auditors and treas- 
urers of the roads represented on the Joint Executive Com- 
mittee shall furnish tothe Commissioner montbly certifi 
cates that no such rebate vouchers have been paid except so 
authorized. 

** Ninth. That no time contracts shall be made under any 
circumstances, and that all freight carried under existing 
contracts, on and after March 13, 1882, shall be reported 
and accounted for at full rates in any division that may be 
made, so as to throw the loss of revenue upon the lines 
having made such ccntracts in violation of existing agree- 
ments. 

* Tenth. It is reeommended that a division of the passen- 
ger traffic shall be made between the Western connections of 
the trunk lines, upon a similar plan to that adopted by the 
latter, with a view of securing an equitable division of this 
trattic among connecting roads, and to reduce the expenses 
of conducting the passenger traffic, and also to hereafter 
prevent the payment of commissions to agents who render 
no service to the railroads or to the public. 

* Eleventh. That the twenty-seventh article of the organ- 
ization of the Joint Executive Committee, which provides 
that all questions arising between the members relative to 
the establishment and maintenance of tariff shall, in case of 
disagreement, be settled by arbitration, shall be recognized 
in the adjustment of differences arising between the mem- 
bers of this Committee. 

“ Twelfth. That the Executive Committee of the Trunk 
Lines are requested to report a plan for the reorganization 
of the Board of Arbitration, and also to recommend the 
names of persons who shall constitute such Board, and sub- 
mit the same to the Joint Executive Committee for approval.” 

All the roads represented at the meeting voted in favor of 
the adoption of tke reports, viz.: Baltimore & Obio, Boston 
& Albany, Canada Southern, Cincinnati, Hamilton & Day- 
ton, Chicago & Alton, Chicago, Burlington & Quincy, 
Cleveland, Columbus, Cincinnati & Indianapolis, Fitch- 
burg, Grand Rapids & Indiana, Great Western, Indianapo- 
lis & St. Louis, Indiana, Bloomington & Western, Lake 
Erie & Western, Lake Shore & Michigan Southern, Marietta 
& Cincinnati, Michigan Central, New York Central & Hud- 
son River, New York, Lake Erie & Western, New York & 
New England, New York, Pennsylvania & Ohio, Ohio & 
Mississippi, Pennsylvania Co., Pittsburgh, Cincinnati & St. 
Louis, Vandalia Line, Wabash, St. Louis & Pacific. 

The Chairman stated that the resolution required the 
unanimous consent of the members of the Committee, and 
that he would send copies of the resolution to the absent 
members, and request their vote immediately. 

ADDITIONAL POINTS AT WHICH DIVISION OF TRAFFIC SHALL 
BE MADE. 


On motion of Mr. Newell, it was agreed that the Chair- 
man appoint a committee of nine, representatives of the 
Western roads, who shall name the additional places at 
which it is desirable that a division of traffic be made, and 
that each member of the Joint Executive Committee present 
submit to said Committee, in writing, the points at which, 
in his opinion, such division should be made. 

The Chairman appointed the following committee : Vail- 
a Cochran, Bird, Cole, Duncan, Hill, Weed, Spriggs. 

Jiehl. 

The reports of the different committees appointed Wed- 
nesday to consider the division of traffic were then called 
for. 

‘The Chicago, Peoria, Indianapolis and Cincinnati commit- 
tees asked for further time. 

The Toledo Committee reported that they bad agreed to 
meet at Cleveland at an early day to consider the matter, 





the Chairman read again the recommendations of the Stana- 
ing Committee. 

‘be a of the committee appointed yesterday was then 
read by Mr. Ledyard, the Chairman, and the whole reported 
as amended, was then adopted. 

BASIS OF AGREEMENT. 

The following are the resolutions as finally adopted: 

‘** First. That a division of traffic, both of dead freight 
and live stock, shall be made and carried out from the 
principal cities of tue West—Chicago, St. Louis, Peoria, In- 
dianapolis, Cincinnati, Toledo, Detroit, Cleveland. and al] 
other cities where such a division may be practicable and 
desirable—and that this division shall not only be made be- 
tween the initial lines of the railroads at the respective 
points, but it shall extend to the western termini of the 
$ ‘unk lines. 

** Second. In order to carry out this division, the plan of 
making money settlements — is recommended. 

‘* Third. That arrangements shall be made by which rates 
are to be fully maintained from all poiuts, whether there is 
a division of traffic or not, and for that purpose that each of 
the general freight agents of the road upon which the traffic 
originates shall be held responsible for the strict mainten- 
ance of rates which may be established by the Executive 
a Ss Pan rates ase not maintained ths 
responsi! y can xed positively upon the General 
Freight Agent, or such other officer as may be specially 
designated by each company on whose line of roads the 
freight originates. 





and in the meantime would obtain the neeessary statistics 
| required, which were not then on hand. 

| ‘the Cleveland Committee also reported that they did not 
| have sufficient data on hand to take up the subject, but 
| would meet at Cleveland at an early day and endeavor to 
| come to an agreement. 


REPORT OF THE ST. LOUIS COMMITTEE. 


The St. Louis Committee reported as follows: 

** Resolved, That the present percentage aud regulations of 
the St. Louis dead freight pool be continued.” 

The St. Louis lines baving agreed upon the percentages 
| each line is to receive on east-bound business, and having 
| further agreed that they desire a physical division of the 
traffic so pooled, they unanimously recommend that the 
business so pooled sball be absolutely under the control and 
the direction of the Commissioner or his representatives at 
St. Louis; and the St. Louis lines agree that orders emanat- 
ing from the Commissioner or his agents shall be complied 
with. 

It is further recommended that the St. Louis agency shall 
be under the direct control of the Commissioner; that the 
expenses of that office shall be paid by the Commissioner in- 
stead of by the initial roads as heretofore. 

** Resolved, That the present percentages of the St. Louis 
live stock pool be continued, and that such regulations as 
may be adopted for carrying out similar pools at Chicago 
and other points shall be adopted and enferced by the St. 
Louis lines,” 

Report of committee avcepted. 











REPORT OF THE DETROIT COMMITTEE. 


The Detroit Committee reported as follows: 

‘“* Resolved, That dead freight and live stock tonnage to 
be allotted the Grand Trunk and Lake Shore & Michigan 
Southern railways, from Detroit proper to all points east of 
| and including the western termini of the trunk lines, and 
east of Toronto for New York state, New England and any 
| point south of New York state, be based upon the statistics 
| of rail tonnage carried east to the territory named during 

the years 1880 and 1881.” 

| Commissioner Fink agrees to the above on the part of the 
| Grand Trusk Railway, subject to the approval of said rail- 
| way as to the basis of division, which, if not agreed upon by 
| the interested parties, shall be decided by arbitration. 

‘* Resolved, ‘That the Commissioner prepare statistics of 
the dead freight and live stock tonnage passing the Detroit 
and St. Clair rivers, arising at points west of the river 
towns, and destined to points east of and including the 
eastern termini of the trunk lines, and east of Toronto for 
New York state, New England, or any points south of New 
York state, an] that the percentage to be allotted the Grand 
Trunk Railway be based upon the relative tonnage said 
road carried during the year 1881, with such modifications 
as are justified by the changes which have since taken place 
affecting the distribution of traffic between the connecting 
roads.” 

Commissioner Fink agrees to the above resvlution on the 
part of the Grand Trunk Railway, subject to their approval 
as to the basis of division or percentages, which, in case of 
disagreement, is to be determined by arbitration. 

REPORT OF CLASSIFICATION COMMITTEE. 


The Classification Committee made a report, which was 
adopted to take effect Monday, March 13, 1882. It adds 27 
articles to the list, changes the classification of 24 and strikes 
out one. 

A sub-committee. to whom was referred the matter of 
rates on dressed hogs, respectfully recommend that the same 
be classified as follows ; 

Dressed hogs, O. R., in refrigerator cars, to be charged 
five cents per 100 lbs, above the rate on dressed hogsin com- 
mon cars. 

Dressed hogs, in any quantity, in other than refrigerator 
ears, O. R., same as dressed beef. 

ADVANCE IN EAST-BOUND RATES. 


The Chairman said: ‘‘ The next subject for consideration 
is the advance of east-bound tariff. You are all aware that 
afew days agoa meeting was held at Cleveland, at which 
an advance of east-bound rates was recommended. A vote 
of the Joint Executive Committee was taken, which brought 
out the fact that some members objected to an advance, on 
the ground that present rates were not maintained, and that 
it was useless to make further advances until this was done. 
It is now for the Western roads to say whether they are 
willing and able to maintain rates. If so, the objection is 
removed ; but there is another difficulty in the way, namely, 
the time contract, which is the worst feature that has to be 
contended with ; and unless the practice of making time 
contracts can be abolished, all attempts to increase or main- 
tain rates will be futile.” 

Mr. Newell said that in order to obtain expressions of the 
opinion of the members present he would offer the following 
motion: That on and after March 13, 1882, the tariff on 
east-bound freight be advanced to the extent of five cents 
per 1C0 Ibs. on eighth class, with a corresponding advance 
on seventh and ninth classes, and on live hogs. 

Mr. Devereux referred to the disparity between through 
and local rates, and the action of the legislatures of various 
states in relation thereto, and requested that through rates 
be advanced to the basis of 25 cents per 100 lbs. on eighth 
class, Chicago to New York, in accordance with Mr. Newell’s 
motion, in order to avoid the unjust discrimination between 
local and through rates. 

A vote was taken on Mr. Newell’s motion to advance east- 
bound rates, which was unanimous in favor of the increase. 
ABROGATION OF CONTRACTS ON EAST-BOUND FREIGHT. 

The Chairman said that it would be no use to put the in- 
creased tariff into effect on the 13th, if steps were not taken 
to get rid of time contracts. After a full discussion, the fol- 
lowing motion was offerea by Mr. Gray, and adopted : 

‘* That the general freight agents of the initial roads ‘at 
Chicago, Cincinnati, St. Louis, Indianapolis, Peoria and 
Louisville, meet, and that each genera) freight agent examine 
the contracts over his road, which have been reported to the 
chairman, and ascertain whether they cannot be abrogated, 
or whether they may not have expired by limitation. In 
case contracts are found that have to be carried out, the 
same to be reported to the commissioners, who sball report 
to the meeting whether, in his opinion, it is possible to make 
the proposed increase in the tariff; and, if not, sball name 
the tariff rate that can be charged to meet the lowest con- 
tract rates.” 

The chairman appointed the committees, and named the 
following gentlemen to act as chairmen, viz.: Chicago, Mc- 
Kay; Cincinnati, Fraser; St. Louis, Bird; Indianapol s, 
Kingsbury; Peoria, Diehl; Louisville, Geiger. 


REPORT CF GENERAL PASSENGER AGENTS REGARDING THE 
DIVISION OF PASSENGER TRAFFIC, 


Mr. E. A. Ford presented a report of proceedings of the 
general passenger agents, at their meetings, March 1 and 2, 
which report was accepted. 

On motion, the repurt of the general passenger agents was 
adopted as the action of this committee. 

Adjourned to Friday, March 3, at 1 P. M. 

FRIDAY’S PROCEEDINGS. 

Committee reassembled, pursuant/to adjournment, at 
2:45 P. M. 

ABROGATION OF CONTRACTS AND ADWANCE IN EAST-BOUND 
RATES. | 


The chairman said that the committees appointed at the 
meeting of yesterday to examine the contracts on east- 
bound freight, that had been filed in this office, were pre- 
pared to report, and he took pleasure in stating that the 
committees would present much more favorable reports 
than had been anticipated. 

The reports of the Chicago, St. Louis, Cincinnati, Peoria, 
Indianapolis and Louisville committees were then read in 
full. 


The Chairman said that from these reports it appeared 
that many of the contracts which had been filed at his office 
were in the nature of engagements that had no binding 
force, and that the parties over whose lines these engage- 
ments had existed had agreed toabrogate the same. here 
were some contracts upon whiskey and lumber, and it would 
be necessary to reduce the rates upon these two articles su as 
to meet the contract rates. 

Both these recommendations having been accepted by the 
meeting, the Chairman declared that there was now 
nothing in the way of advancing the tariff rates 5 cents on 
the 7th and Sth classes, as per resolution of the day pre vious; 
and he would give notice that this advance took effect on 
the 13th inst. 

The Chairman further recommended that the rate on high- 
wines be made 85 cents per hundred, with the understand- 
ing that, where contracts existed that made it necessary to 
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put all parties on the same footing, a rebate of 5 cents may 
be allowed. 

He also recommended that the lumber rate be at 
ae reduced to 30 cents, ona basis of Chicago to New 

ork. 

REVISION OF CONTRACTS AND SETTLEMENT OF DRAWBACKS. 

The following resolutions were then unanimously 
adopted : 

‘** Resolved, That a revised list of contracts be sent to the 
Commissioner by each of the general freight agents of the 
initial roads over which said contracts were made; said list 
not to embrace any contracts that were not already re- 
ported, but merely to omit such as have expired by litiga- 
tion or have been abrogated. 

‘* Resolved, That commencing with March 13, 1882, all 
drawback vouchers that become necessary, in order to carry 
out the existing approved contracts, shall be submitted 
to the Chairman for approval before they are paid. All 
— shall be billed at full tariff rates from and after that 
date.’ 


REPORT OF THE COMMITTEE ON ADDITIONAL POINTS AT 
WHICH TRAFFIC SHOULD BE DIVIDED. 


Mr. Vaillant, Chairman, made the following repcrt: 

The committee appointed to ascertain from what additional 
points it would be practicable and desirable to make divisions 
of traffic, respectfully report that they recommend the di- 
visions of traffic be made from the following points, viz.: 
Columbus, Springfield, Dayton, Lima, Galion and Marion, 
O.; Lafayette, Ft. Wayne, Evansville, Terre Haute and 
Muncie, Ind.; Pekin, Cairo and Quincy, Ill.; Hannibal, 
Mo.; Burliogton and Keokuk, lowa; Grand Rapids, Kala- 
mazoo, Jackson, Lansing, Battle Creek, East Saginaw, 
Saginaw City, Bay City and West Bay City, Mich. 

‘**The committee would further recommend, that in order 
to simplify the organization and secure consequent econo- 
omy, the divisions at smaller points be grouped into dis- 
tricts under the charge of one joint agent, as may be agreed 
upon by the roads interested. 

“It is further recommended by the committee that the 
Chairman of the Joint Executive Committee appoint a com- 
mittee, composed of one member from each road interested 
in the division, at each point named in the foregoing report, 
in order that they may prepare the necessary statistics and 
arrange meetings at an early day as possible, to perfect their 
organization.” 

On motion, the report of the committee was adopted. 

DIVISION OF LIVE STOCK TRAFFIC. 

The Chairman said that it would be necessary for the 
meeting to agree upon a method by which the live stock 
division could be carried out hereafter. 

Yesterday he had recommended that the ten cents rebate 
on shipments should be withheld until after the shipper had 
complied with the requirements of the Joint Stock Agent at 
the point of origin, and that the rebate should then be paid 
shipper through the Joint Stock Agent or his duly appointed 
representative. 

r. Vilas said that, inasmuch as these shipments were 
made from so many points of the West, it might be better to 
have these rebates refunded through this office. 

Mr. Newell suggested that it would be well to have the 
recommendatioas of the Chairman fully stated in a report 
of this meeting, and that all members be requested to re- 
port directly to the Chairman their views upon the subject 
and defer final action until the next meeting. 

The Chairman said that this would postpone action in re- 
lation to advancing live stock rates; and until the next 
meeting, which might not be held sooner, that he would 
suggest that the question as to particular method of con- 
ducting the live stock business hereafter be referred to the 
Trunk Line Executive Committee for definite action. 

The proposition, as last stated by the Chairman, was 
unanimously adopted. 

REPORTS OF COMMITTEES ON DIVISION OF TRAFFIC. 


The Chicago Committee made the following report: 

“* First. We have agreed to make a division of the com- 
petitive traffic, which shall date from March 13, 1882. 

“Second. That we adjourn to meet at the office of the 
Commissioner, March 15, 1882, to resume negotiations for a 
division; and that, then failing to agree, we will submit the 
questions at issue to a Board of Arbitration to be named by 
the Trunk Line Executive Committee, and that such sub- 
mission shall be made before April 15, 1882.” 

The Cincinnati Committee present the following report: 

‘* First. We have agreed to make a division of the com- 
petitive traffic, which shall date from March 13, 1882. 

‘Second. That we adjourn to meet at Cincinnati on the 
20th inst., to resume nogotiations for a division: and that 
then failing to agree, we will submit the questions at issue 
to a Board of Arbitration, to be named by the Trunk Line 
Executive Committee, and that such submission shall be 
made on or before April 15, 1882, and that the division shall 
take effect on March 13, 1882.” 

Mr. Duncan said that the St. Louis Committee had noth- 
ing further to report than what was reported yesterday, 
March 2. 

Mr. Gray said that the Indianapolis Committee would 
not present any formal report, but that the present 
arrangements at Indianapolis would continue in effect until 
agreements had arrived at Chicago and the other points, and 
that any new division that may be agreed upon will take 
effect on March 13. 

Mr. Diehl said that he was the only representative from 
Peoria present, but that as far as he knew, the existing 
arrangement at Peoria was satisfactory to all parties, and 
that upon bis return to Peoria he would endeavor to arrange 
for the division of traffic at that point, commencing 
March 13. 

The Chairman said that the agreement for the division of 
traffic at Louisville had never been abrogated, and all that 
was required was to commence on March 13 to distribute 
the traffic according to the agreed percentages. 

The Chairman then announced that there was no further 
business before the meeting, unless some member should de- 
sire to bring some additional subject. 

A motion was then made to adjourn, which was carried. 

ALBERT FINK, Chairman. 

C. W. BULLEN, Secretary. 








Master Car-Builders’ February Meeting. 





In the absence of the President, Mr. C. A. Smith, the Sec- 
retary of the Association presided at the meeting Feb. 16. 
The subject for discussion was ‘Train Brakes for Freight 
Cars, and the Desirability of Applying Brakes to all the 
Wheels of Freight Cars.” He said he had written to about 
fifty persons in different parts of the country asking them 
to give their views upon both subjects, and had received 
answers from a number which would be read. 

The American Brake Company, ot St. Louis, wrote that 
the St. Louis & San Francisco Railway have on their line: 
a cars which have been in service....... ...12 months. 
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The company invited the Committee of the Car-Builders’ 


THE RAILROAD GAZETTE. 


Association on Freight Train Brakes to examine these cars. 

Mr. AYLESBURY, of the Kansas City, St. Joseph & Coun- 
cil Bluffs Railroad, wrote that he thought that either the 
Westinghouse or the Eames Vacuum Brake could be adapted 
for use on freight trains. For easy curves be could not see 
the necessity or economy of using double brakes. He also 
referred to the trouble arising from the diversity of patterns 
of brake heads and shoes in use; and thought the railroad 
companies should all a: to adopt one common patterr. 

Mr. Snow, of the Illinois Central Railroad, wrote that he 
thought continuous freight-train brakes were very desira- 
ble, but, thus far, those he had seen were too complicated. 
In case continuous brakes are used he thought they should 
be applied to all the wheels, but when hand brakes are em- 
ployed he would apply them to oneend of the cars only, 
unless the latter were used on heavy grades. 


Mr. Krrpy, of the Lake Shore & Michigan Southern Rail- 
way, wrote that he thought continuous brakes for freight 
trains were very desirable, but was afraid that if they 
were adopted each road would use a different kind, and 
thus it would afford another occasion for diversity in pat- 
terns. He said further: ‘‘ As an illustration of the prone- 
ness of men not to have anything like bis neighbor, two 
journal-bearing patterns had to be made recently at one of 
our shops. These were both for what a casual observer 
would call Master Car-Builders’ boxes. The journal: 
were of the Master Car Builders’ standard; but 
the tterns had to be made, one 4 in. wide, 
the other 4144 in. The Master Car-Builders’ standard is 414 
in. These two patterns increased the number of patterns 
for journal-bearings which must be kept on hand to 47, and 
with this large number it is not infrequent that a journal- 
bearing is used that does not fit the box, but is the nearest 
that we have. Every man seems to have a standard of his 
own. 

He expressed the —_ further that it would be economy 
to use brakes on all the wheels, as the retarding power could 
thus be increased and the liability of sliding the wheels 
diminished. 

He also advocated the adoption of uniform brake-heads 
and shoes for all freight cars, but was not hopeful that it 
could be brought about. 

Mr. ORTTON, of the Canada Southern, wrote that he was 
in favor of having brakes applied to all the wheels, and gave 
very nearly the same reasons as Mr. Kirby did. He said 
further : ‘‘ Regarding the economy of having a uniform 
brake-head, whether with or without a shoe, there cannot 
be two opinions on the subject ; but then the question arises, 
‘Whose brake-head is the best? On that question there 
exists a diversity of opinion, and like all other suggestions 
involving a uniformity of action, there is not much likeli- 
hood of securing a universal decision; and, I fear, the same 
will occur down to the end of time, or while we build cars 
after the present fashion,” 

Mr. TALLMAN was called on to give some information 
about his brake. He expressed the opinion that a train 
brake should have power at all rates of speed, and that it 
should not require any connection between the cars. Air 
brakes cannot be run in a mixed train. Five cars equipped 
with his brake bad now been on the Harlem Division of the 
New York Central RaiJroad for some time, and ten stock 
cars for the New York Live Stock Express Company have 
just been completed and are supplied with it. In applying 
the brake he said that the engineer has simply to slack his 
engine and the momentum of the car applies it. 


BRAKE SHOES. 


Mr. Snow, of the Ramapo Wheel and Foundry Works, 
spoke on the subject as follows: ‘‘It has been thoroughly de- 
monstrated that the number of flat wheels removed from 
freight cars using four shoes is far greater in proportion to 
the number in service than those removed from passenger 
ears using eight shoes. Many railroad officials who have 
given the subject any attention claim 10 tu 15 per cent. 
more removals of flat wheels under freight than passenger 
cars inratio to the number in service. The necessity of 
using brake shoes on all the wheels of freight cars will also 
be apparent to the officers of all the roads running 
long trains, especially those using 20-ton cars. It is 
quite evident that it requires much more resisting force 
to stop a car loaded with 20 tons than one of less weight. It 
is also a fact that freight trains are moved at a higher rate 
of speed (notwithstanding the regulations of the road to 
the contrary) than formerly, and the trains often follow 
each other in dangerously close proximity. In order to 
meet the exigency of the times, and the better to provide 
against rear collisions, it becomes necessary to bave the 
best brake appliances that can be devised, and the numbers 
to be increased in ratio to the tonnage and speed of the 
trains. 


‘**The economy of having a uniform brake-head and shoe 
is simply a question of dollars and cents, and can be illus- 
trated by facts and statistics better than any other way. 
There are in the United States and Canada not less than 
300 patterns of brake-shoes. We have at our works 182 
patterns, which include only those now in use in tie coast 
states and east of Ohio. Every road has to keep a stock of 
brake-shoes on hand to supply the different wants required 
for the equipment they have to handle. 

‘There were in service prior to the year LS81 19,982 loco- 
motives, 20,253 passenger, baggage and combined cars 
and 593,412 freight, coal and service cars. The estimated 
equipment built and contracted for in 1881 is 1,500 loco- 
motives, 45,000 freight cars and 1,500 passenger cars. 

** Many of the roads have recently adopted eight shoes on 
their freignt cars. Allowing but four shoes on each engine 
and freight car and eight on each passenger car, we have a 
total of 2,585,580 shoes iu service. The average weight of 
shoes, including those with combined head, would not be 
less than 24 Ibs. each, which gives a grand total of 62,053,- 
920 Ibs., which, at two cents perlb., equals $1,241,078.40. 
Some railroad officers claim they carry only 5 per cent. of 
their brake-shoes in stock for all renewals, but admit frankly 
they could get along with 1 per cent. provided they had 
uniformity in pattern cf shoe. Admitting this to be true, 
we have 4 per cent. of $1,241,078, which equals $49,643. 13, 
which might be saved by the adoption of uniformity. 

‘The principal question before you, and the most difficult 
one to be settled is, What pattern of shoe shall be adopted / 
The tendency in all cuses like this is that most officers are 
liable to use their influence to have something adopted that 
shall conform to the equipment of their roads. ; 

‘In selecting a shoe for general service several things are 
to be considered, the construction of the pattern as to cheap- 
ness and strength, its adaptability to being easily replaced, 
and its having no unnecessary weightof metal to be thrown 
away ‘vhen the shoe is worn out. I take the liberty to pre- 
sent for your consideration this evening a brake-shoe which 
has an improvement on the Christie shoe. This shoe has 
been adopted very generally by the roads of the country. 
From our Eastern works alone we are furnishing them to 24 
different roads and probably as many more roads are sup- 
plied from the Western works. The Christie shoe 
is patented and the patent expires Sept. 12, 
1882. Therefore, it has but a few months to 
run, and could probably be bought very low if parties 
could not wait until next September before adopting. The 





improvement suggested has not been patented, and the ‘e- 





147 


vice is very easily applied and does not interfere with the 
old heads already in use. There is quite a difference in the 
heads of the Christie shoe, as used by the different roads, yet 
many of them are so nearly alike that the old heads may be 
utilized by chipping the corners or bearing points of the 
shoe. The strengthening piece as applied to the 
Christie shoe is ulso desirable for any other form of 
shoe. Our experience proves that a shoe should 
rest only on each end of the head. The heating of the shoe 
by the application of the brake and the subsequent contrac- 
tion causes the shoe to curve to a less radius, and on its 
next application it practically touches only on each end, 
consequently there is a bearing at the centre, and applied 
suddenly and forcibly the shoe is liable to break. fhe 
Christie shoe has a bearing only at each end, which com- 
mends itself to your favorable notice. We find that there 
is little difference between the weight of the ‘combined 
head and shoe,” and the head and shoe separate. They will 
range from 32 to 40 Ibs. We have the Christie head and 
shoe at 16 lbs. each. The lightest combined head and shoe 
is used by the Pullman Company and weighs 22 Ibe. 

‘* We would recommend, iu changing to the Christie shoe, 
to use a malleable-iron head, which can be made to weigh 
about 6 lbs., and by that means can be furnished as cheaply 
as a cast-iron head. 

‘“*In regard to parts requiring the most frequent renew- 
als, I would suggest the safety and economy of using a shoe 
composed of cast iron and wrought iron combined. Its 
safety consists in the fact that the combination of metals 
will always take hold of the wheel in winter or summer, 
wet or dry, with equal tenacity, and always do_ its 
duty with promptness and uniformity. [ts econ- 
omy consists in its recovering qualities and 
its value in prolonging the life of wheels, 
While it takes firm hold of the wheel and brings the train 
under prompt control, it does not fasten to or amalgamate 
itself with the wheel and cause it to slide, like some metals 
that are used for the purpose. The action is peculiar to the 
combination of the shoe. When applied the particles of gray 
iron are worn off by the wheel and taken up as it passes the 
wroughtiron, where it is held in suspension and made not 
only to do double service, but effectually prevents the shoe 
from fastening itself to the wheel, as in frequent cases with 
other metals. 

“Its economy also consists in its longevity of service. 
More than one hundred roads have given this device a sepa- 
rate and careful test with the most remarkable and satistfac- 
tory results, although not uniform : yet the lowest tests, as 
against cast iron, bave been as three to one, except in tv’o 
cases where they were 2!¢ to 1, and the highest tests are 
seven to one, thus confirming the fact that the combination 
shoe wiil outlast more than four times the common cast-iron 
shoe, 

‘* Therefore should the statistics of the number and weight 
of brake-shoes which are mentioned, be applied to the econ 
omy of using the combination shoe, it would show such a 
remarkable result as to be almost incredible.” 

Mr. ApAmMs asked how long the patent of the Congdon 
shoe has to run. 

Mr. SNow replied about twelve years. 

Mr. ADAMS, of the Boston & Albany Railroad, expressed 
the opinion that a car with brakes applied to all of the eight 
wheels could be stopped in half the distance that one could 
with brakes on four wheels only. The authorities of the 
Boston & Albany Railroad had experimented on the matter 
and were satisfied that a saving weuld result by applying 
the brakes to all of the cars. The Fitchburg Railroa 
authorities have reached the same conclusion. 

He also advocated the use of a lever for operating hand- 
brakes instead of a wheel, and said that many brakemen 
lose their lives in consequence of the wheels breaking. On 
the road with which he 1s connected a lever had been used 
considerably, but recently one of another and improved 
design, and no more wheels will be put on new cars. 

He also reported that they had made a trial of the Cong- 
don brake-shve, and said that they were then running on 
the fifth set of cast-iron shoes against one of the former. 

After some other desultory discussion the meeting ad- 
journed. 


The Central Vermont Case. 





The following extract is from a letter which appeared in 
the Boston Transcript of Feb. 28 ; it contains a pretty plain 
statement of the Certral Vermont case, and is signed “ F 
A. B.,” the initials being those of Mr. Francis A. Brooks, 
President of the Vermont & Canada Company : 

Some 17 years ago the stock of the Vermont & Canada 
Railroad Company was at or above par in the market, and 
was yielding 8 per cent. per annum as rental of the road 
leased to the Vermont Central Company, which rental was 
represented as being a first charge upon the net earnings of 
the two roads, about 180 miles in leugth, fully completed 
and equipped at an actual cash cost of about $4,000,000. 
These two roads, called the * Vermont Central Line,” had 
been placed (by a supposed decree of the Court of Chancery) 
in the hands of J. G. Smith and two other persons to man- 
age, for the purpose of taking the net earnings and applying 
the same—first, to the paymentof the Canada rent, and 
next to the interest of the first-mortgage (Vermont Central) 
bonds. These payments were fully made down to June 1, 
1872, since which time no rent or interest whatever his 
been paid to the original security holders. ' 

During this period the managers, acting ostensibly as the 
receivers or officers of the Court of Chancery, had undertaken 
operations outside the line of the Vermont Central road, and 
upon their own motion as pretended receivers of the Court, 
and, by so doing, had run up a debt of between four and 
five million dollars, and had rendered themselves personally 
liable for a portion of this debt. iets 

To protect themselves from this individual liability, and 
to bolster up their credit as borrowers, they employed the 
net income until July, 1876, so far as it was necessary, to 
keep down the interest of their own debt, and the residue 
for purposes wholly foreign either to the interests of the 
Vermont & Canada Company or the first-mortgage bond- 
holders. The managers had in 1872 procured a charter in 
the name of the Central Vermont Railroad Company, pro- 
fessedly for the purpose of absorbing the old mortgage bonds 
by issuing capital stock for that purpose: but they organized 
that company in 1873 on the basis of cash subscriptions on/y, 
and never thereafter opened books of subscription for stock 
payable in mortgage bonds, lest they might by so doing lose 
control of the corporation. Having so organized their new 
company, they went to Chancellor Royce with an applica- 
tion that this new company be placed in possession of the 
two railroads, as Receiver of his Court, which was granted, 
against the remonstrance of both the Canada Company and 
the bondbolders. : 

In 1876 this Central Vermont Company, thus holding pos- 
session of the roads in fiduciary capacity, brought its suit 
praying that both the roads be sold to satisfy the indeb‘d- 
ness of the management itself, and free of all mortgages or 
leasehold claims. The Central Vermont Company was d- 
feated in that suit; and just a fortnight later it started a 
second suit, again asking the Court to sell the two roads to 
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satisfy the managers’ debts, or, if the Court should refuse to 
make such sale (as it once had already done), then asking the 
Court to ——— the income of the roads to that purpose 
instead of the roads themselves. This suit is now known as 
the Langdon case. Governor Smith was used asa witness 
and testified that he understood, and everybody interested 
in the property also understood, that the debts contracted by 
the managers (who were ostensibly, though not really. the 
officers of the Court) operated to create a first charge or lien 
upon the property of both railroads, having precedence over 
all pre-existing mortgages or liens thereon. Though this tes- 
timony was known by the defendants to be contrary to the 
fact, and was supposed by them to be also incompetent and 
insufficient in Jaw for overriding mortgage liens or charges 
upon the property, yet it seems to have been accepted by 
the Court as sufficient to obliterate a mere mortgage security, 
since the Court sustained the claims of the orators in this 
behalf by a decision announced through Judge Royce in De- 
cember, 1880, now published in the filty-third volume of 
Vermont Reports. 

During all this time Governor Smith had been one of the 
first-mortgage trustees, as well as one of the pretended officers 
of the Court in charge of this property as such ; and by this 
decision of the Supreme Court he has, if this decision shall 
prevail, apparently accomplished the ruin and destruction 
of the trusts reposed in bim and his associates both as an 
officer of the Court of Chancery acting for the Canada Com- 
pany and as first-mortgage trustee for the bondholders, 
after keeping them out of all income from their property 
since June 1, 1872. 

The net income of these two trust roads, so-called, which 
went into the hands of the managers, for the 74 years ending 
Dee. 31, 1880, amounted in all to $3,207,234.22, or a yearly 
average net income of $427,631.23. 

Of this net income the managers (Central Vermont Com- 
pany) employed $457,500 (by leave of Chancellor Royce) in 
purchasing a controlling interest in the capital stock of 
their own compuny, then outstanding in the hands of per- 
sous opposed to the management, and thereby Governor 
Smith was enabled to retain the ccntrol of the Central Ver- 
mont corporation and of all the income of the two trust 
roads to the present time, and to deal with such net income 
according to his own will and pleasure. ; 

Probably no such palpable violation and abuse of impor- 
tant trusts has ever been perpetrated in this country by men 
laying any claim to respectability, and it could not have 
been continued so long in the state of Vermont without the 
countenance and support of the Court of Chancery claiming 
to have jurisdiction over these managers as its officers. 


In the Senate on the 2d : 

Mr, Sawyer, from the Committee on Post-offices, reported 
favorably, with an amendment, the bill to provide for the 
payment of the amount due the Burlington, Cedar Rapids 
& Northern Railway Company for transportation of United 
States mails. 

Mr. Gorman offered a resolution directing the Postmaster 
General to transmit a statement giving the amount expended 
during the fiscal year ending June 30, 1°81, for special 
facilities for fast mails, a list of railroad companies receiv- 
ing the same and the amount paid to each company, the 
additional service to each company, if uny, and to what 
extent the service has been expedited ; also a detailed state- 
ment of contracts made for special fast mail facilities during 
the present fiseal year to date; the amount to be paid to each 
railroad company, aud the character of the additional ser- 
vice to be performed by each company. Adopted. 

In the House on the 8th : 

Mr. Ainsley, from the Indisn Affairs Committee, reported 
a bill to ratify an agreement by the Shoshone and Bannock 
Indians for the sale of part of their reservation in Idaho to 
the Utah & Northern Company. 





RAILROAD LAW. 
Massachusetts Railroad Legislation. 
The Railroad Committee of the Massachusetts Legislature 
has reported a bill to establish a railroad tribunal. It pro- 
vides that two of the county commissioners of each county 
through which a new railroad is to be built by new railroad 
corporations organized under the general law shall, with 
the railroad commissioners, constitute a special tribunal to 
determine if the | age exigency demands said road. In the 
County of Suffolk the B«ard of Aldermen shall take the 
place of the county commissioners. Whenever the proposed 
route is wholly within the limits of one city or town, two of 
the aldermen or selectmen of such place shall act in place 
of the county commissioners. If this tribunal decides that 
the public exigency does not demand such a road, no fur- 
ther proceedings shall be hud. If the tribunal decides favor- 
ably, further proceedings shall be held under the general 
law. The petitioners for a location are to pay all the ex- 
penses of the special tribunal. 
Bills are also pending to provide for an appeal from 
county commissioners to the railroad commissioners in case 
of grade crossings, and to authorize the formation of relief 
societies by the employés of railroad and steamboat com- 
panies, 
The Railroad Committee has also reported against any 
change in relation to the law on color-blindness, and against 
legislation relating to safety drawbars and couplings for 
freight and merchandise cars. 


fowa Railroad Legislation—Traiu Robbers. 

The Iowa Senate has passed the following bill: 

Sec. 1. If any person shall willfully and maliciously un- 
couple, or detach the locomotive or tender, or any of the 
cars of any railroad train, or shall in any manner aid, abet, 
or procure the doing of the same, such person shall be 
punished by imprisonment in the state penitentiary not ex- 
ceeding five years, or by fine not exceeding $1,000, or both, 
at the discretion of the court. 

Sec. 2, If any person shall unlawfully seize upon any loco- 
motive, with or without any express, mail, baggage, or other 
car attached thereto, and run the same upon any railroad, 
or shall aid, abet, or procure the doing of the same, such 
person shall be punished by imprisonment in the state peni- 
tentiary not exceeding ten years, or by fine not exceeding 
$2,000, or both, at the discretion of the court. 

Sec. 3. If any person shali, without permission of the 
proper authority, wrongfully take or run any hand-car upon 
any railroad in this state, he shall be deemed guilty of a 
misdemeanor, and on conviction thereof shall be fined not 
more than $100, or imprisoned not more than thirty days, 
or both, at the discretion of the court; provided, that if by 
such unlawful use of any hand-car, any locomotive or car is 
thrown from the track, or a collision produced, or any per- 
son injured thereby, he shall, on conviction, be imprisoned 
in the penitentiary for a term of not more than Sve years: 
and provided further, that if by reason of such unlawful 
use of any hand-car any person is killed, such person offend- 
ing shall be deemed ty of manslauyhter. 

The House will amend it by adding another section, which 
was accidentally overlooked in the Senne, providing a pen- 


Railroad Consolidation in Ohio. 


Nash, Attorney-General, against the Ohio Railway Co., 
Wm. H. Vanderbilt and others, in quo warranto, the Ohio 
Supreme Court holds as foilows : 


connected by other railroads which such companies hold by 


In the suit of the State of Ohio on relation of George K. 


1. Two railroad companies owning lines of railroad only 


lease are not authorized to become consolidated into one 
corpuration under Revised Statutes, section 3,379. 

2. The lines of two railroad companies being in their gen- 
eral features parallel and competing cannot be connected for 
the carriage of freight and passengers over both continu- 
ously within the meaning of Revised Statutes, section 3,379, 
and hence such companies cannot become consolidated into 
one corporation under that section. 

3. The certificate made by the directors of consolidating 
railroad companies, under Revised Statutes, section 3,381, 
which fails to show any place of residence of the directors of 
the new company, is fatally defective. Judgment of ouster. 


Condemning Public Property. 


In Woodward and cthers against the Macon & Brunswick 
Co., the Georgia Supreme Court has just confirmed the 
decision of the lower court refusing an injunction against 
the use of a certain part of a cemetery in Macon. The 
Court held as follows : 

1. The sale of the Macon & Brunswick Railroad is valid 
and binding upon the state, and equity would hold the title 
good in the purchasers, though all the regulations pr2scribed 
for the manner of conducting it had not been literally com- 
plied with, if carried into execution substantially by the 
executive, the purchase money having been largely paid, 
and the transaction virtually ratified by subsequent ac- 
quiescence of the legislative department. Under such cir- 
cumstances the case must be strong indeed to authorize 
judicial interference with the sale. 

2. By the lease and subsequent purchase of the road and 
its franchise the present company, known as the Macon & 
Brunswick Railroad Company, acquired the right to extend 
and construct the road from Macon to Atlanta, subject to 
the limitations in the vriginal and amended charters of the 
company, subsequent legislation thereon, and the constitu- 
tional guarantee to the owners of property not to force them 
to part with any portion of it without just compensation. 

3. Though the state may have previously dedicated prop- 
erty along the direct line of said extension to other public 
uses, it has the reserved right to appropriate a necessary 
portion of it to other public use, provided such appropria- 
tion be made by express grant or necessary implication that 
such grant was intended: for having parted with it for one 
public use, in the absence of such new grant, the presump- 
tion would be that it had not made another inconsistent with 
the first. 

4. If therefore the state herself had dedicated the ground 
embraced within the limits of the cemetery at Macon to 
the use of the public as a burying place.for the dead, and the 
track of the proposed extension in the most direct line from 
Macon to Atlanta passed along the edge of the cemetery 
adjoining the Oemulgee River, and was not inconsistent 
with the prior use of the grounds for a cemetery, but passed 
over ground wholly unsuited to such use, the implication 
would be strong that the grant to construct the road on such 
direct line, not being in conflict with the prior dedication, 
included the grant to pass over such unnecessary part of the 
cemetery. 

5. Kut where the city of Macon herself had dedicated the 
ground to the cemetery for herself, and by contract with 
the railroad compavy, and for a valuable consideration had 
granted to the compary the right of way through a portion 
of the former dedication not adapted to the former use, and 
not interfering with any private lot conveyed by her to 
private persons, then it is clear that no such private person 
would be equitably entitled to interfere with the grant im- 
pliedly given by the state, and expressly ceded by the city. 
This is especially so when such use will enure, in the judg- 
ment of the city, to the greater security of the former use 
and general ornamentation of the cemetery. The particular 
improvement and adornment of his own lot is for the pri- 
vate judgment and taste of the owner; the adornment of the 
entire grounds is for the city speaking through her authori- 
ties, particularly when they speak, as is conceded, the over- 
whelming voice of the citizens. 

6. Delay in applying for the writ of injunction until large 
expenditures have been made in acquiring the right of way 
on the line to the cemetery and in work done within it, and 
without notice to the company of any intention to make 
application therefor, will make equity more loth to stay the 
further progress of the work. The writ is designed to pre- 
vent, not to undo ; and, without strong reason therefor, if 
delayed until progress of heavy cost has been made, the ap- 
plication poet #4 not be granted. 

7. Facts in dispute, with conflicting affidavits, are for the 
Chancellor, and unless his judgment thereon shows an 
abuse of discretion, this Court does not interfere. In this 
case his judgment is overwhelmingiy sustained. 


THE SCRAP HEAP. 

Locomotive Building. 
The Virginia Midland shops in Alexandria, Pa., are build- 
ing two ten-wheel freight engines for the road. 
The Rhode Island Locomotive Works in Providence last 
week delivered a heavy mogul freigat to the Cheshire Rail- 
road. 
The firm of Wm. E. Tanner & Co., of Richmond, Va., has 
been reorganized and incorporated as the Tanner & Dulaney 
Engine Co. Tne company will build extensive shops just 
outside of Richmond, and wili build locomotives as well as 
stationary engines and other machine work. 


gheny road. 


road. 

The Schenectady Locomotive Works in Schenectady, N. 
Y., are now runnip 
Shore & Michigan Southern road, 


Locometive Tests. 


Fontaine Engine No. 2 has been sent to the Detroit, Lan 
sing & Northern road, where it is to have a trial. 


Car Notes. 


build 2,000 box cars for the National Car Co. 
begin ia April. 


freight cars. 
Columbus, 


and improved. 


The Grant Locomotive _Works at Paterson, N. J., are 
building a number of engines for the Richmond & Alle- 


The Baldwin Locomotive Works iu Philadelphia last week 
shipped several engines to Morgan’s Lowsiana & Texas 


on an order for 40 engines for the Lake 


The Michigan Car Co. in Detroit has taken a contract to 
Delivery will 


The Central Vermont shops at St. Albans, Vt., are build- 
ing two new passenger cars, a wrecking car and a number of 


The Youngstown Manufacturing Co. at Youngstown, O., 
has an order for 24,000 car-journal bearings for a firm in 


The car shops at South Pittsburgh, Tenn., now owned by 
the Tennessee Coal, Iron & Railroad Co., are to be enlarged 


tween Boston and Stonington is to be fitted with Graydon 
safety heaters and lighted with gas. It is claimed that these 
improvements will do away with risk from fire in case of an 
accident. 
The Philadelphia & Reading shops at Reading, Pa., are 
building 100 new eight-wheel coal cars for the road. 
The Boston Stock Car Company have been organized in 
Boston with $500,000 capital stock, for the purpose of build- 
ing and leasing stock cars. 
The Youngstown Car Works at Youngstown, O., are to be 
enlarged. 
The Richmond & Danville shops in Richmond, Va., are 
building a pay car, two combination and two baggage cars 
for the road. 
The Ensign Manufacturing Co. at Huntington, W. Va., is 
at work on an order for 1,000 box cars for the Chesapeake 
& Ohio road. 
The Gilbert & Bush Co. at Troy, N. Y., has lately deliv- 
ered 12 passenger, 3 combination and 8 baggage cars to the 
Chesapeake & Ohio road. 
The Virginia Midland shops at Alexandria, Va., are build- 
ing a number of new cars. 

he Wason Car and Foundry Company at Chattanooga, 
Tenn., is building 300 box cars for the Richmond & Dan- 
ville road. 
The Tredegar Company in Richmond, Va., is building 100 
stock cars for the Chesapeake & Ohio and a large number of 
freight cars for the Richmond & Allegheny road. 
The St. Paul Pioneer-Press thus cescribes a car built un- 
der a patent of T. L. Wilson, of Port Hope, Ont., which was 
lately in St. Paul: ‘‘Itcarries with ease 900 bushels of 
wheat or 16,000 ft. of lumber. Below the bottom of ordi- 
nary box cars the car carries 300 bushels of wheat in a 
lower apartment, which not only gives an immense amount 
of room, as will be seen, but also steadies the car. The car is 
34 ft. long by 8 ft. Gin. wide. Its weight is 27,000 lbs. and 
can load 54,000 Ibs. The loading is done by spouts and the 
unloading by a false bottom, which is regulated by a lever 
and admits of a car of grain being sent out in 40 seconds. It 
is also especially adapted by its length, width and plan for a 
lumber car, and the doors in the end make it convenient for 
handling such cargo.” 
Iron and Manufacturing Notes. 


J. 5. Mundy, engine builder, at Nos. 22 and 24 Prospect 
street, Newark, N. J., is building for the Philadelpbia & 
Reading road a traveling carriage to be used in the Phila- 
delphia freight yard for lifting and transferring heavy 
freight. The carriage will travel 90 ft. on a heavy trestle 
built for the purpose. The power will be furnished by a 
Mundy double-cylinder patent friction compound geared en- 
gine of 25 horse-power. It will be finished about April 1, 
and the required test is that it shall take up a weight of 20 
tons and carry it back and forth 90 ft. Itis a compact and 
complete machine. 

The LaBelle Iron & Nail Co., of Wheeling, W. Va., has 
bought’a large tract of iron land at Possum Valley, 11 miles 
from Birmingham, Ala., and is preparing to build a blast 
furnace there. 

The Cambria Trou Co. at Johustown, Pa., is making 20,- 
000 tons of steel rails for the Baltimore & Ohio road. 

The Cleveland Rolling Mill Co. has large contracts for 
steel rails for the Cleveland, Columbus, Cincinnati & Indian- 
apolis and the Indianapolis & St. Louis roads. 

The Pittsburgh Steel Casting Company is putting upa 
universal blooming will, which will make blooms or slabs of 
any size up to 30 in. wide. 

The new rolling mill of Summers Brothers & Co. at 
Struthers, O., is nearly finished. 

Carnegie Brothers & Co, in Pittsburgh are building a uni- 
versal mill for rolling large s‘eel plates for bridge work. 
The Poplar Creek Coal & Iron Company has been or- 
anized at Knoxville, Tenn., with $1,000,000 capital stock. 
he officers are: G. J. Foreacre, President; C. E. Luckey, 
Vice-President; T. D. Flippen, Secretary; E. F. Wiley, 
Treasurer. The company will mine coal and build furnaces 
on a tract of 20,000 acres of Jand which it owns, 

No. 1 Furnace of the Albany City Lron Works in Albany, 
N. Y., recently started up after a half-year’s rest. 

A large addition is being built to the blower works of B. 
F. Sturtevant & Co. at Jamaica Plain, Mass. Over 3,000 
blowers were made last year. 

The blast furnace of the Leland Iron Co. at Leland, Mich., 
went into blast recently and is now making charcoal car- 
wheel iron. 

The Denver Furnace & Rolling Mill Co. has been incorpo- 
rated at Denver, Col., with $2,000,000 capital stock. 


The Rail Market 
Steel rails are quiet and weak at $56 to $58 per ton at 


mill, and it is said that $55 has been accepted for large 
orders. 

[ron rails are quiet but steady at $48 to $52 per ton at 
mill, according to section, with many small sales reported. 

Spikes are steady at %3.15 to $3.25 per 100 Ibs.; fish- 
plates, $2.60 to $2.80; track-bolts, $3.75 to $4.25, according 
to specifications. 

There issome inquiry for steel blooms and sales are re- 
ported at $45.50 to $46 at tidewater, duty paid. 

Old iron rails are in light demand at $29 to $30.50 per ton 
in Philadelphia. Crop ends (steel) have been offered at $27 
per ton. 

Bridge Strain-Sheets 

A correspondent asks the following question, which many 
of our readers may are doubtless to answer: 

‘* Will some of your experienced subscribers favor us with 
a copy of a strain-sheet, say of any common form of brid 
truss from 100 to 200 ft. span, showing the strains in the 
various members and the method of calculating them for 

rmanent and rolling load, as used in every day practice ? 

fail to find this exemplified or given in any of the usual 
text-books, yet a strain-sheet is often called for, and should 
accompany all bridge proposals.” 


A Brave Fireman. 


Al, Millner, fireman on a freight engine of the Pittsburgh, 
Fort Wayne & Chicagu Railroad, performed a brave act 
the other day, by which he saved the life of a young man 
named Frank Fisher, at the,isk of his own. As Millner’s 
train was passing through Freedom, Pa.,Fisher endeavored to 
cross the road in front of the engine, when he was struck 
and thrown across the beam of the cow-catcher, with his 
feet almost under the wheels. Millner ran out along the 
footboard and held the boy until the train was stopped, al- 
though he wasin imminent danger of being drawn under 
the wheels owing to the peculiar position of the body. 
Fisher was insensible when removed from the engine, but 
recovered consciousness in ashort time and was found to 
have sustained no very serious injuries. 

A Terrible Collision. 

There was a collision on the Kankakee & Seneca just west 
of Gardner the other night. Special velocipede No. 1 com- 
ing east met special velocipede No. 2 going weston a high 
fill. The driver of No. 2 discovered the other velocipede 
when within a few machine lengths and sounded a: wind 
alarm and turned on bis brake with full force. No, 1 came 








alty for interfering with the air-brakes on coaches. 





A train now under construction for the steamboat line be- 


on at the rate of 45 telegraph poles an hour, all unconscious 
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of the disaster impending. He had just time to show No, 2 
the whites of his eyes and to utter the customary, ‘‘ My 
God, Jim, we are lost !” when the two ‘locerpedes came to- 
gether with a crash which was plainly heard at a distance 
of ten feet. The unhappy driver on No. 1 rose gracefully 
but suddenly into the air and landed against the fence along- 
side the track amid the wreck of his machine, where he 
might have stayed until now so far as the man on the other 
machine was concerned, who after swearing around a while 
and calling the much broke-up victim a “ blasted idjot” 
and other tender and sympathetic names, got back on his 
machive and solemnly pumped away into the blackness of 
the night. The feller inthe ditch took s‘ock of his injuries 
and found that his draw-bar was bent double, his jacket 
ripped off and his sand gone. We suppose the accident was 
ye ia train dispatcher’s fault” again.—Kankakee (Iil.) 
azetle, 


Johnson's Interlocking Switch and Signal. 

The object of this invention, recently patented by Edward 
H. Johnson, of Philadelphia, is to prevent the opening of a 
switch without first giving the danger signal, and to prevent 
= ote of a safety signal without first closing the 
switch. 

The apparatus consists of a frame A, formed of two cast- 
ings a a’ connected together, and fastened to the track. To 
this frame are pivoted the two levers B B’ the former beivg 
connected to the danger-signal and the latter to the switch. 
Each of these levers has a spring latch, similar to that used 


FIG. 3. 
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on the reversing lever of a locomotive, by which the lever 
may be locked in either of the two positions to which it bas 
to be moved. 

A safety-plate D is pivoted by a piu or bolt «@ to the 
top of the frame, and has on the under side a projection e, 
fig. 3, which, coming in contact with the frame, serves to 
limit the movement of the plate. The character of this 
plate and its relation to the switch and signal levers for the 
a rod of effecting the desired object can be best explained 

y reference to the views figs. 5,6, 7 and 8. _ In fig. 5 the 
switch-lever B’ fits in a notch f in the safety-plate, on one 
edge of the same, and the signal-lever B being in contact, or 
nearly so, with the opposite edge of the plate, the latter 
cannot turn on its pivot, and the switch-lever will conse- 
quently be locked by the notch f. This is the condition of 
the levers and safety-plate when the switch is closed and the 
continuity of the main line uninterrupted. 

Should it be necessary to give the signal of ‘‘ danger ” due 
to other causes than an open switch, the signal-lever B can 
be operated without disturbing the switch-lever 4’; but in 
order to release the latter the signal-lever B must be moved 
to the position fig. 6, in doing which it will so act on the in- 
clined edge h of the safety-plate as to turn the latter on its 
pivot, as in fig. 6, and thus release the switch-jever, and 
~ermit it to be moved to the position fig. 7, in doing which 
th> lever B’, bearing against the inclined edge i of the plate, 
wi.l turn the latter to the position fig. 7, where it will be ot- 
served that the signal-lever B is locked in the notch m of the 

late, which cannot be turned, owivg to the switch-lever. 

his is the condition of the levers aud safety-plate when a 
switch has been turned toa siding and the main line is not 
in a condition to be traversed by trains, this being indi- 
cated by the danger-sigual, which cannot be disturbed 
as long as the switch is thus open. On moving the switch- 
lever B’, however, in the direction of the arrow, fig. 7, so as 
to close the switch, the said lever, bearing against the in- 
clined edge » of the safety-plate, will turn the latter, as 
shown in fig. 8, thereby releasing the signal-lever, which 





can be returned to the ition fig. 5, in doing which the 
signal-lever, acting against the inclined edge p of the plate, 
will turn the latter, and the switch-lever will be locked as 
before, the signal indicating that the main track is clear for 
the travel of trains. 

_It will be seen, without further description, that the con- 
tinuity of the main track cannot be interrupted by opening 
the switch without first giving the danger-signal, and that a 
safety-signal caunot be given without first closing the 
switch and restoring the track to a condition for the travel 
of trains. 

The inventor claims as his invention— 

“The combination of the switch-lever B’ and signal-lever 
Bwith the pivoted safety-plate D, constructed to directly 
act on and to be directly operated by both levers, substan- 
tially as described.” 

; The patent has been assigned to the Wharton Railroad 
Switch Company, of Philadelphia. 


Hudson's “ Improved” Locomotive. 


_ Theingenuity of American inventors of locomotives is 
irrepressible. Not only does their genius soar in classic 


— 


generated by the complete combustion of coal could be well 
utilized, one pound of coal would melt 26 cubic feet of snow. 
Snow one foot deep on a street 60 feet wide gives 316,800 
cubic feet per mile. To melt this would require 6,4, tons of 
coal, all the heat being utilized. A calculation ws also 
submitted as to probable cost of wheeled furnaces, and stor- 
age thereof, as compared to the cost of removing snow by 
carts, giving 50 per cent. balance in favor of melting. 


Good's Reversing Apparatus, 

A reversing gear has been patented by William E. Good, 
of Reading, Pa., the action of which is described as follows 
in the specification: 

** The cylinder A’ is provided with two passages, a* and 
a‘, leading from opposite ends of the cylinder to the valve- 
bex, which is provided with an oscillating valve X’, or its 
equivalent. The valves E E’ are connected by arms on their 
spindles to the valve-rod H*. This rod is operated by the 
lever F’, being connected thereto at F’, the opposite end #2 
being connected tothe arm D bya link D®, Intermediate 
between F’ and F*, at such point as will give the desired 
movement to the valve-rod C C’, I attach a link G, by ayin 





Boston, as was shown in these pages two weeks ago, but on 


F* to the lever Ff, said link being also connected to a lever 





the wild plains of Texas it is equally venturesome, the cre- 
ative fire having this time descended upon a denizen of 
** Bear Creek,” Ben. F. Hudson by name. 


_ The object of the invention, it is said in the specification, | C C 
is “to attain a maximum of speed with a minimum of | 


power,” an end which is certainly very desirable. Just how 
the inventor is able to “‘beat” the law of the correlation of 
forces is not explained in his specification. 


Whether the plan of engine which Mr. Hudson has | 


patented wili be adopted or not we will not be rash enough 


to predict, but we will venture to hope that the construction | 


of tireman, which he has designed and shown in his draw 
ings, will not be imitated. 
The Eads Ship Railway. 

A dispatch from Washington, March 4. says: *‘ The Senate 
Committee on Commerce this afternoon authorized Mr. Vest 
to report the Eads Ship Railway bill, with a recommenda- 
tion for its passage with surdry amendments. 
amended provides for a guarantee by the United States of a 
dividend of 6 per cent. per annum for 15 years on $50,000,- 
006 of the capital stock of this company, the total capital 


stock being $75,000,000, and stipulates that the company | 


shall transport gratis, for 99 years, the mails, war vessels 
and all other property of the United States, and shall trans- 
port American merchant vessels for one-half the rates 


charged by the company on all the commerce except that of , 


Mexico, It is further provided that for any advances made 
by our government under its guarantee the company is to 
give its bonds, payable in 15 years. without interest, which 
bonds, in the event of their non-payment at maturity, are 
to be receivable for tolls on any American vessel, with 10 
per cent. added to their face value. The guarantee is to 
attach to the extent of $5,000,000 when 10 miles of the 
ship railway and the terminal works connected there- 
with shall have been completed and tested in the 
presence of government engineers by the safe trans- 
portation of a loaded ship weighing 2,500 tons from 
the harbor to the terminus of the said 10-mile section 
and back again at an average speed of six miles per hour. 
Another $5,000,000 is to be guaranteed when another 10- 
mile section, with the necessary terminal works, shall have , 
been completed and tested at the other end of the railway. | 
A commission of engineers ee by the President is} 
then to examine the intermediate portion of the route and | 
report whether or not the completion of the ship railway | 
over it is practicable, at a cost not exceeding $60,000,000. | 
If the commission reports in the affirmative the government 

guarantee is to attach (for the remaiming $40,C00,000 of the 

$50,000,000 of stock to be guaranteed) in accordance with 

the successive completion of the intermediate sections of the 

line. If the commission, however, reports in the negative 

the bill provides that no further guarantee shall attach un- | 
til a loaded ship weighing 4,000 tons shall have been safely | 
transported over the entire line from ocean to ocean. The 
bill also provides that in determining the amount for which 
the government shall be liable under the guarantee, one-half 
of the gross revenues of the company shall be considered as 
net profit. On the motion authorizing the bill to be reported 
favorably no negative votes were cast, but some members 
of the committee reserved the right to offer amendments or 
to dissent from certain portions of the bill when it comes up 
in the Senate.” 

* Koptography.” 

S. K. Devereux. of New Brunswick, exhibited and ex- 
plained, at a recent meeting of the Polytechnic Association 
of the American Institute, his new art called koptograpby, 
recently patented. Cherry, or other tolerably hard wood, 
is treated on and near the surface with any suitable “filler,” | 
and smoothly finisbed. It is stained preferably a very dark | 
color. Then any designs, preferably hand-made and highly | 
artistic, being drawn or stenciled thereon. the portion of | 
the surface representing these designs is sunk by a rough-| 
pointed instrument, worked by hand with a hammer or by | 
any suitable machinery. ‘be figured portion, with a por- | 
tion of the adjacent plane surface, is then treated succes- 
sively with shellac and gold size, and all which lies on the | 
plane surface is wiped off. When the size is just suf-| 
ticiently dried gold leaf is applied. The gold leaf is re- 
tained on the sized surfaces only, and is protected by-its 
sunk condition from any wear in the wiping or other treat- 
ment of the work. The invention is being tested on some of 
our standard manufactures of wool work, including Ste- 
venson’s cars avd Steinway’s pianos. A picture of the 
landing of the pilgrims is being prepared by this process ou 
a panel 61¢ by 6 ft., for the steamer * Pilgrim,” being built 
at Chester. 


Melting Snow by Artificial Heat. 

At the meeting of the Polytecunic Association of the 
American Institute, heid Feb. 23, Mr. R. d’Heureuse read a 
paper, in which the theory of melting svow by artificial 
heat was exhaustively canvassed. The average weight of 
newly-fallen snow is six pounds per cubic foot, If the heat 








The bill as | 








H, or its equivalent, of the engine. At the point DL’ of the 

arm D provision is made for a free yet positive movement of 

the arm D between the ends of the mortise C? in the rod 
wey 





“hk hv in dotted lines indicate the forward and backward 
| movement of the lever H or its equivalent, while d d’, indi- 
| cate by dotted lines a corresponding movement of the 
iarm D. 

“When the lever H is moved toward hk a movement will 
be communicated through the livk G to the lever F’, thence 
through the valve-rod E? to the valve E, by which move- 
| ment steam pressure is admitted into the cylinder A by the 
| port a, and will drive the piston B toward a’ simultaneously 
| with the movement of the valve E. By the direct connec- 
, tion of the rod £* there will be a corresponding movement 

of the valve E’, by which communication will be opened be- 
tween the ends of the cylinder A’ by the ports a* and a’, 
thus permitting the contents of the cvlinder .4’ to pass with 
a limited velocity from one end of the cylinder to the other. 
The movemerts of the pistons B and B’, attached to the arm 
D by means of the rods C C’ and mortise C?, will continue 
so long as steam under pressure is admitted by the valve E 
into the cylinder A through the port a, and until the motion 
of the iever H is arrested. When the said lever His ar- 
rested in its movement toward h, then will the point F* 
(which had been moving toward f) become for that interval 
of Lime a fixed point, and the still continued mwnovement of 
the arm D toward d will move th» lever F by its connecting- 
link D?, and thus cause the steam valve £ to close over the 
| port a, and the valve EK’ to close over the port a*, by which 
the movement of the arm D toward d is arrested, and the 


— of the arm D at d will be maintained so long as the 


ever H occupies its position at h. By a parity of motions, 
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“ 


when the lever H is moved toward /' and arrested at that 
point, then will the arm D be arrested at d’, the movement 


| of the valves E and E’ through the rod £? and lever F hav- 


ing operated in the reverse direction to tbat described, and 
opened and closed the ports a’ and a of the respective cyl- 
inders A and A’. 

‘* The office of the cylinder A’, with its contents or the 
equivalent therefor, is to provide a suitable frictional resist- 
ance to the movement of the piston-rod C’, so that the move- 
ment of said rod may be adjusted to such speed or velocity 
as may be most advantageous to the operation of the ma- 
chit e. 

“lf, from leakage or any other cause, the movement of 
istons B B’, rods C C’, and arm D should continue after the 
ever H had been thrown into position, then will the con- 

tinued movement of arm J, through the link D? and ful- 
crum F°% of rod G, reverse the movement of lever F, rod £*, 
and valves E E’, and thus, admitting steam to the opposite 
side of piston B, will arrest the further movement of the 
arm D.” 

. The claims are as follows : 

“1. Ina steam or automatic reversing device, the lever 
F. in combination with the valve £ of the cylinder A, valve- 
rod E®, link D?, and arm D, as shown, for the purpose speci- 
fied. ; 

‘*2. The lever F, connected as shown, whereby the joints 
F’, F+, and F* automatically become the fulcrum-points of 
movement, in combination with the valves £ E, cylinders 
A A’, pistons B B’, piston-rods C C’, arm D, link D*, jever 
H, or its equivalent, rod or link G, and valve-rod £+, sub- 
stantially as shown, and for the purpose specified. 

“3. In a steam or automatic reversing device, the auto- 
| matic opening and closiug of the valves £ E over their 
| respective ports by the movement of piston B and arm D, 

in combination with lever F, link D, and rod E*, substan- 
| tially as shown, and for the purpose set forth. 
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Pittsburgh, Cincinnati & St. Louis and the lines work- 


ed in connection with it. The gross earnings of the 
lines were about the same both years, but their ex- 
penses were 12} per cent. greater last year, and 


there was a decrease of $937,643 (87 per cent.) 
in net earnings. On the other hand _ the 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.—Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiToR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmporiant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 

gestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early ae 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
e published 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for Yy, EXCEPT IN THE ADVERTISING COL- 
uMNsS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 








THE PENNSYLVANIA RAILROAD REPORT. 





The general result of the operations of the Penn- 
sylvania Railroad Company in 1881 were made known 
a month ago, by the publication of the gross earnings 
and expenses of all the lines east of Pittsburgh and 
Erie, and of the surplus over interest, etc., of the 
Western lines, on which we commented in our issue 
of Feb. 3. The full report, an abstract of which we 
publish this week, is therefore interesting chiefly for 
the information it gives concerning the traffic, the 
details of earnings and expenses, the expenditures for 
construction, etc.. and the remarks the managers 
make thereon. 

But while the report a month ago gave earnings and 
expenses for the system worked directly by the com- 
pany, it did not for the lines west of Pittsburgh and 
Erie. We therefore give below the gross and net 
earnings of the whole system for eight successive 
years : 








Year. Gross earnings. Net earnings. 
1874... cccccccvee see $62,938,351 $23,515.706 
MTG. ksi sase Kee ince 58,096,866 21,522,725 
1876......0+000+ oer eaasie 61,561,211 22.06. 
a ae 54,159,720 20,13 
1878.0... 2. cee eeceecees 55,426,963 21,81 ( 
MR cisge: siss7 saneaes 60,362,576 35,639,795 24,722,781 
1880..... . . 70,764,062 42,179,485 28,584,577 
| Re rer 75,182,974 46,243,278 28,939,696 


In everything last year exceeds all previous—very 
largely in gross earnings and expenses, very little in 
net earnings. Compared with 1880 there is an increase 
of $4,418,912 (6} per cent.) in receipts, of $4,063,793 
(98 per cent.) in expenses, and of $355,119 (14 per cent.) 
in net earnings. But compared with 1879 there is an 


increase of $14,820,398 (244 per cent.) in receipts, of 


$10,603,483 (29% per cent.) in expenses, and of $4,216,- 
915 (17 per cent., in profits. 


Nothing shows more clearly how a great revival of 


business affects a railroad in both directions. We see 
here an increase of $14,800,000 in earnings in two 
years, with no important addition to mileage: but no 
less than $10.600,000 of this increase is absorbed by the 
increase of expenses; and from 1880 to 1881, while 
there was an increase of $4,400,000 in earnings, all but 
$355,000 of it is absorbed by the increased expenses. 
The increase in gross earnings was equal to nearly 6 
per cent. on the stock; that in net earnings to less 
than 4 per cent. 

The report heretofore published showed an increase 
of about $780,000 in the net earnings of the lines east 
of Pittsburgh and Erie. It follows then that the prof- 
its of the Western lines were less in 1881 than in 1880. 
The loss was wholly on what are called the. South- 
western lines of that western system, namely, the 





Pittsburgh, Fort Wayne & Chicago and the other 
roads worked by the Pennsylvania Company 
show an of $475,819 (16.6 per cent.) 
net earnings in 1881, their gross receipts 
having increased $1,528,426 (8.4 per cent). Fur- 
ther, the other western lines for whose debts the 
Pennsylvania Railroad is liable, or which it controls 
but does not work—the Vandalia Line, the Indianap- 
olis & St. Louis and the Grand Rapids & Indiana being 
the chief—show a decrease of no less than 454 per 
cent. in net earnings; it is only a comparatively small 
amount of the liabilities of these roads that the Penn- 
sylvania is liable for, however. 

Altogether the company made a profit on its lines 
west of Pittsburgh amounting to about $2,500,000 in 
1881, and $560,000 less than the previous year. 

The other great leased property, the United Rail- 
roads of New Jersey, which it works directly, makes 
a better showing than in any year of the lease except 
the Centennial year. The loss or profit under this 
lease has been, since 1873 : 


increase 
in 


Year. Year. 

1874 ..Loss, $31,161 1878 . Loss, $1,136,775 
1875 Hewes 647.666 | 1879............ 5 939,889 
| See «oe FROfG, 1,127,422 | 1GBO......0000 1,035,309 
1877 --+-L088, 1,482,518 | 1881............ 302,865 


As this improvement has been made in a year of 
high expenses and very low through rates, it gives 
reason to hope that this lease will soon cease to show 
a loss. 

The leased Western lines yielded some profit every 
year except 1876 and 1877, amounting to more than 
$3,000,000 in 1880. 

The earnings of the different roads were affected 
differently in 1881. Compared with 1880 the Pennsyl- 
vania Railroad Division has an increase of 6.4 per 
cent., the United Railroads of New Jersey an increase 
of 12.7 per cent., the Philadelphia & Erie a decrease of 
7.5 per cent., the western lines worked by the Pennsyl- 
vania Company an increase of 8.4 per cent., the 
western lines worked by the Pittsburgh, Cincinnati & 
St. Louis an increase of only } per cent., and the other 
western controlled lines a decrease of 3.8 per cent. 

The have the largest proportion of 
through traftic make the worst showing, as was to be 
expected. All the lines have large increases in ex- 
penses, however: the New Jersey roads, which have a 


lines which 


large increase in earnings, expending 7} per cent. more 
than in 1880, and the Philadelphia & Erie, which has a 
considerable decrease in earnings, expending 3 per 
cent. more—all the other lines as much as 10 per cent. 
more, 

The traftic of the whole system, east and west of 
Pittsburgh, has been, since 1874: 


Year. Passenger-iiles Ton-miles 

1875.. .eee §=862,514,468 3,335,797, 675 
SSS woanyia via) Catena ee 882,562,609 3.594,862,558 
Saws ices, Soko we 443,097,170 3,640,222,819 








ERA rere ee a 540,000,690 4.245,907,808 
1879.... 583,776,686 Dede 94, 

Ne aie vissasats ein 704,571,071 5.719,030,065 
Ghia cadteneeskcspcankusia a 811,181,668 6,604,667 ,188 


The decrease in passenger traffic came to an end on 
these roads in 1878, when the traffic was the lightest 
for many years. The increase since has been rapid, 8 
per cent. from 1878 to 1879, 20.7 per cent. from 1879 
to 1880, and 15 per cent. from 1880 to 1881. In this 
latter year the traffic was stimulated for half the year 
by very low through rates. This growth in passenger 
traftic is an accompaniment of prosperous times, when 
people have a little money to spare. 

The growth in freight traffic wus not only great, but 
was greater than ever before in the history of the road, 
except from 1878 to 1879. 
less than 14} per cent. It was much larger in propor- 
tion on the Western than on the Eastern lines (194 to 
11} per cent.), but a considerable growth of freight 
traffic has been common on both. 


Last year’s increase was no 


The changes in the average rate, cost and profit, in 
cents per ton and per passenger mile, on lines east of 
Pittsburgh are shown below : 
nger mile.— 


--——Per passe Per ton mile.——— 
“ C - 





Receipt. st. Profit Receipt. Cost. Profit. 
1878 .. 2.309 1.712 0.597 0.939 0.545 0.394 
1878..... 2.2355 1.709 0.546 0 R24 0.480 0.344 
1880. 2.22 1.674 0.548 0.918 0.540 0.378 
| er 2.276 1.615 0.661 0.857 0.517 0.340 


It is somewhat surprising to see that the average 
rate received per passenger-mile in 1881 was larger 
than in 1880 or 1879: and as lower average rates are 
reported on the two divisions which have nineteen- 
twentieths of the total passenger traffic, we think 
there must be some error here. 

As it is, we have changed this average rate from 
2.376 cents, as printed in the report, to 2.276, which is 
the result of dividing the passenger earnings by. the 
passenger mileage. A decrease in the average cost is 








also reported, and the average profit reported is one- 
fifth larger in 1881 than in 1880 (reported two-fifths 
larger). 

The average rate per ton per mile is nearly 7 per cent. 
less than in 1880; but, in spite of the great increase in 
the amount of expenses, there was a decrease in the 
average cost per ton per mile. This was, however, 
considerably more than the cost in 1879, when it was 
lowest. The profit per ton per mile is the smallest ever 
reported. If it had been as great as in 1880, the profits 
from freight would have been greater by $1,387,800. 
There was a reduction in the average freight rate and 
profit on all the divisions, but a reduction in cost only 
on the Pennsylvania Railroad and the New Jersey 
divisions, the Philadelphia & Erie showing a large in- 
crease. 

The company has been engaged in some costly im- 
provements, which are described in the report. The 
chief of them are the new Philadelphia station and 
the approaches to it, which have cost about $4,300,000 
—a work which may be compared with the ‘ Fourth 
avenue improvement” in New York. 

The report includes summary statements of the re- 
sults of the operation of several eastern lines which 
the Pennsylvania does not work directly, but which it 
controls through the ownership of their stock—as the 
Northern Central, the West Jersey and the Philadel- 
phia, Wilmington & Baltimore. These add greatly to 
the bulk of the report. which, though so long, does not 
go much into detail. 


RAILROAD LAW IN NEW YORK, 


From the eighty-fourth volume, just published, of 
the New York Court of Appeals Reports, we select a 
few decisions on railroad law which will be of interest 
beyond the limits of the state. 

Duties of Directors.—In one of the cases a very 
complicated melange of facts presented a question 
which may be briefly stated thus: When one who is a 
director of a railroad company has joined as director 
in borrowing money for the company from himself or 
from a firm or banking-house of which he is a mem- 
ber, and in pledging bonds of the company to secure 
the loan, can the arrangement be repudiated on the 
ground that he could not thus aid in making a con- 
tract by which he was to benefit? And the decision 
is that it may be, but not without repaying the money 
actually loaned—with (we judge) lawfulinterest. The 
opinion says that whether a railroad director is to 
be called a *‘ trustee” in a strict sense, or not, he cer- 
tainly occupies a fiduciary position, being intrusted by 
other persons with powers which are to be exercised 
for the common interest and not for his private advan- 
tage. 
is disabled from dealing on his own behalf in any 
matter confided to him as director, And the com- 
pany, or stockholders, can impeach any bargain he 
has made for his own benefit equally whether he did 
or did not act with honest intention. They are not 
required to show that he meant to defraud them. 
On the other hand, they must act honestly on 
their part. The rule was adopted to secure justice— 
to prevent wrong. It must not be applied so as to 
work injustice—to substitute one wrong for another. 
Allowing the company to keep the money borrowed 
while it repudiates the contract of pledge would be 
to turn a rule designed for protection into a weapon 
of offense and injustice. 


He is forbidden to abuse this confidence, and 


Hence the Court requires 
the money to be repaid as a condition of compelling 
the director to restore the bonds. It may be worth 
noting, in connection with this decision, that a Su- 
preme Court Judge, in a case lately reported, has held 
that for a railroad president to hold a construction 
contract (even as trustee for others), and also to act as 
engineer to certify that the work has been done and 
the money is due, is grossly improper: also, that a 
railroad director who has participated in mismanage- 
ment which has led to a suit for appointment of a re- 
ceiver ought not by any means to be appointed the 
receiver. 

Construction.—The liability of companies for defects 
in the road-bed is illustrated by a case which arose in 
Albany. The tracks of the New York Central & Hud- 
son River road cross a city street in which lies a horse 
railroad track. Repairs had been neglected at the 
spot, and there wasadeep and dangerous hole. A 
man driving a wagon in which was also riding a 
friend of his, who went as guest or companion only, 
endeavored to cross, but the wagon wheel sank into 
the hole, and the wagon was jolted so violently as to 
throw out the guest, and he was killed by the fall. In 
a suit by his family against the company, one point of 
defense was that the city and the horse railroad com- 
pany were also to blame for allowing the hole. But 
the Court said that the railroad company was in fault ; 
and that if was no’ excuse for it that some one else 
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was in fault also. As to this, however, something 
may depend, in other cases, on the particular circum- 
stances ; if the license given by the city authorities to 
lay the tracks in the street casts the whole duty of repair 
on the city, or on the horse railroad company, perhaps a 
court would require the injured person to sue the 
party whose duty it really was to mend the break. 
Such licenses usually require the companies to make 
repairs ; and there isa statute in New York to this 
effect. Another point of defense was that the driver 
need not have driven into the hole ; therefore, there 
was contributive negligence. As to this the Court 
said that a guest or friend riding by invitation is not 
responsible for the negligence of the owner or driver 
of the vehicle ; for the latter is not the guest’s agent. 
Whether one who hires a driver is chargeable with his 
carelessness is another matter. 

Carriage of Live Stock.—A train of the New York 
Central road took aboard a drove of cattle—under- 
taking only for transportation; the owner assumed all 
risks of loading and unloading, and of delay. Not far 
from Utica the train reached a spot where a flood had 
submerged the track. The engineer unskilfully ran 
the locomotive into the water, it became disabled, and 
there was a long delay of the train in consequence. 
Meanwhile the cattle suffered for want of food and 
water, and needed the relief of unloading. The agent 
who traveled in charge of them asked the conductor 
to move the train to a place where the cattle could be 
unloaded and cared for, but the conductor refused to 
do this. It was in his power to have done it by tele- 
graphing to Utica for a fresh locomotive, but he seems 
to have considered that as the contract cast risks 
of delay, etc., and trouble of unloading, on the owner, 
the company was not bound to do this. The cattle 
were injured and the owner brought suit for damages. 
The decision is that the contract excused the company 
from the trouble of unloading the cattle, but not from 
the duty of bringing the cars to a stopping place at 
which the owner’s agent could unload them. There- 
fore the conductor ought to have complied with his 
request. And the expense or difficulty or even im- 
practicability of doing this at the time was no reason 
why the owner should not have damages, since the 
original cause of the stoppage was the carelessness of 
the engineer in running into the flood. The company 
was liable for the results of this mismanagement. 

Injuries to Passengers.—New York courts have often 
decided that a highway traveler attempting to cross a 
track is bound to look and listen both ways for any 
coming train. Accordingly, when Miss Brassell was 
run over by a west-bound train of the New York Cen- 
tral road, while she was crossing the track just after 
alighting from an east-bound train, on which she had 
been a passenger (but the witnesses testified that she 
did not look out for the coming train before stepping 
on the track), the company’s lawyer thought he had a 
clear case of contributive negligence. But the Court 
said that a company owes a higher duty to passengers 
than to highway travelers. It is bound to afford them 
safe means and opportunity of leaving the cars at the 
various stopping places, and is guilty of breach of duty 
in timing other trains so as to endanger them, unless 
proper cautions and safeguards are given. A passen- 
ger, while leaving a train, has a right to assume that 
the way indicated is kept safe for him, and is not 
necessarily negligent for not looking both. ways, if 
such way lies across a track. 

Who are Fellow Servants? often a_ perplexing 
question, is discussed in one case. On the Long Island 
Railroad the yard-master selects and employs the 
laborers required to aid him in making up trains, 
moving damaged cars to the repair shops, etc. The 
bumpers of one car were broken, and a man was busy, 
under directions from the yard-master, in attaching it 
to another so that it might be drawn to the shop, when 
the yard-master thoughtlessly gave signal for starting 
another train ; it approached without giving warning ; 
there was a collision and the workman at the couplings 
of the broken car wascrushed. The yard-master was 
evidently careless. But the Court held that the com- 
pany was not responsible. The laborer assumed the 
risks of his employment, including whatever might be 
done by the yard-master, except when he should be 
discharging in behalf of the company some of the 
duties which a master personally owes to his servants. 
The negligence of the yard-master was not in any 
sense that of the company. In directing the move- 
ment of the cars, the yard-master was not acting for 
the company in performing the company’s duties, but 
was doing the work of a servant in the department of 
labor assigned to him as such. The case was there- 
fore pronounced within the rule that the companies 
are not liable to one servant for the consequences of 
negligence of another when the two are employed 
‘*in the same general business.” Under the new En- 
glish law the company would be liable in such a case. 





THE WINTER GRAIN MOVEMENT. 


There have been some unprecedented features in the 
course of the grain movement since last fall, on some 
of which we have commented from week to week, 
as the reports of receipts and shipments brought them 
to light. The demoralization of railroad rates has 
been to a certain extent a disturbing element, because 
more contracts at very low rates were made by some 
of the roads than by others, and the roads making the 
lowest rates, or rather most of the contracts, carry to 
only part of the Atlantic ports, or carry mostly to two 
or three, and but little to others. But one common 
effect was to be expected from the low rail rates, and 
that was a great stimulation of the movement to the 
seaboard. These rates were lower than lake and canal 
rates usually are, and there was thus not the usual ob- 
ject in holding for the opening of navigation. Against 
this was to be reckoned a smaller surplus to be spared 
from the West than in any other year since 1876, and 
alight foreign demand. The result, as we shall see 
below, has been enormously large receipts at the great 
Northwestern markets (nearly the largest ever known), 
and unprecedented shipments from them, but smaller 
receipts at the Atlantic ports than in any previous 
winter since 1876-77. 

The receipts and shipments of grain of all kinds (flour 
not included) at the eight reporting Northwestern 
markets for the three months of December, January 
and February for the past nine years have been, in 
bushels : 





Grain Movement, December, January and February, for Nine 





.—-—— Northwestern-—— — Atlantic 
i Shipments. receipts. 
16,494,660 25,336,321 
9,452,738 5 
15,138,535 
13,404,025 
21,570,938 43, 
19,180,008 42,270.262 
17,633,783 39,477,642 
ree 43,718,372 20,959,623 36,533,780 
PEE sis ve cencasdesvies 47,296,188 3,814,413 25,754,129 


The receipts of the Northwestern markets this year 
were slightly exceeded in 1879-80, but they were 8 
per cent. larger than last year, in spite of the enor- 
mous falling-off in the crop. The shipments of these 
markets this year were nearly one-half (47 per cent.) 
more than last year, when they were larger than in 
any previous winter save one. But in spite of this un_ 
precedented inovement of grain in the Northwest the 
Atlantic receipts were nearly 30 per cent. less than 
last year, and 403 per cent. less than in 1877-78, when 
they were largest, but when the shipments of the 
Northwestern markets were 9,243,000 bushels (30 per 
cent.) less than this year. This is one of the remark- 
able features of the winter’s business—an unusually 
small proportion of the Northwestern grain has gone 
to the seaports. And, as we have endeavored to show 
heretofore, this is because an unusually large amount 
was needed in the interior, the short crops which les- 
sened the surplus of the West having also increased 
the requirements of the states further east and south. 

The supply of the East and the exports do not come 
wholly from the great Northwestern markets, but 
usually a large portion, and for some years (until lately) 
an increasing portion, has come directly from interior 
points in the West without going to, or at least with- 
out being reported at, a Northwestern market, as is 
the case of the large shipments (not ‘from St. Louis or 
Peoria) passing over the ‘‘ Joliet Cut-off” to the Mich- 
igan Central, and most of the shipments from stations 
west of St. Louis and Peoria passing over the Pennsyl- 
vania or the Baltimore & Ohio. These it is which 
for years made the receipts of Atlantic ports twice 
as great as the shipments of the Northwestern markets. 
The great change this year is manifest in the following 
statement of the difference between the Northwestern 
shipments and the Atlantic receipts during the three 
months for the nine years: 


Excess of Atlantic receipts over Northwestern shipment—three 
winter months, 


Year. Bushels. Year. Bushels. 
errs. 8,841,661 more.]1879..... ...... 23,090,254 more. 
ar 0.071.920 ‘* |1880............ 21,843,859 * 
ees 9,411,470 “ |1881............ 15,574,157 * 
_ ee: 11,371,792 “* BEd 650 ccnccess 5,060,284 less. 
Se 21,821,550 “ 


Only three years ago the winter receipts at the sea- 
board were 23,000,000 bushels more than the shipments 
from the eight Northwestern markets; this year they 
are 5,000,000 less. Even last year the Atlantic receipts 
were 15,500,000 bushels more than the Northwestern 
shipments. There were enormous receipts in the 
Northwest (chiefly in the last two months; Decem- 
ber receipts were smaller than usual), and there was 
no unusual accumulation of stocks, as there used com- 
monly to be in the winter, waiting. for cheap water 
rates; shipments were very much larger than ever be- 
fore; but receipts at Atlantic ports show an enormous 
decrease. Evidently the grain has gone to interior 
points for home consumption to an extent not ap- 
proached before. 





The distribution of the receipts at the several North- 
western markets this year and last has been: 





-——-Bushels.-———, -—P. c. of total. 

1881-82. 1880-81. 1881-82. 1880-51. 
ID ijk sins sees 19,915,687 19,192,221 42.1 43.9 
Milwaukee .......... 6,011,692 5,206,419 12.7 11.9 
Toledo...... .ee 2,476,784 3,497,832 5.2 8.0 
Detroit...... .. -». 1,351,623 2,203,703 2.9 5.0 
Cieveland... ........ 865,131 1,121,690 1.8 2.6 
SO SS 9,762,565 6,929,796 20.7 15.8 
SER cS whuwsasaic wees 6,665,325 5,283,685 14.1 12.1 
epee 247,381 291,€00 0.5 0.7 
MEE Sevcccnexbaces 47,296,188 43,726,346 100.0 100.0 


There are small increases at Chicago and Milwaukee 
and large ones at Peoria and St. Louis, and large de- 
creases at Toledo and Detroit. The increase in receipts 
was wholly in January and February. In December 
there was a decrease of 6,400,000 bushels, which the 
following two months have changed into the increase 
of 3,570,000 bushels. In these last two months the per- 
centage of receipts at Chicago, Milwaukee and Penn- 
sylvania was nearly the same as last year, the changes 
being a large increase at St. Louis, and decreases at 
Toledo, Detroit and Cleveland, which together in Jan- 
uary and February reached 16 per cent. of the whole 
last year, 15.5 the year before, but only 10.2 per 
cent. this year. The Mississippi was closed by ice 
most of the time until Feb. 19, last year, and has been 
open all this year, but there have been almost no Mis- 
sissippi shipments this year—not more than in two 
weeks last year. The snow blockades worked against 
the northern lake ports last year, and the low rail 
rates have worked in their favor this year; but their 
percentage is no greater than last, while that of St. 
Louis and Peoria is. The peculiarity of the demand 
and the difference in the localities where there are 
surplus crops have had much effect on the distribution 
this year. 

Turning now to the distribution of receipts among 
the several Atlantic ports, we find them to have been as 
follows, in the three months ending with February, for 
six successive years : 


Atlantic Grain Receipts, December, January, and February, 
for six years: 











1876-77. 1877-78. 1878-79. 
ef Serer 7,786. 96:2 17,872,293 17,379,704 
Se 3,377,404 3,365,793 3,724,301 
PTR, antec cscsveres 464.109 935,960 645,591 
OS rarer 70,215 51,055 57,867 
Philadelphia .............. 4,420,200 8.116.410 7,730,850 
Oar nn 7,499,944 *,780,509 9.647.400 
New Orleans.............. 1,156,985 4,260,477 3,084,549 
, RNR Te 24,775,817 43,592,488 42,270,262 

1879-80. 1880-81. 1881-82. 
rer «+. 15,461,199 13,628,686 11,9.37.081 
rrr rr 3,964,401 5,386,765 4,192,040 
Portiand.... se 5 812,062 798,726 
Montreal... . 146,298 177,005 
Poiladelphia we 5,750,850 3,105,187 
Baltimore. .........cccceee “310, 8,167,050 3,390,550 
New Orleans ............. 5,151,126 2,639,069 1,653,540 
Total............... 39,477,642 36,533,780 25,754,129 


The total receipts for the three months are very 
little more this year than in 1876-77, which was after 
a very light harvest and in the dullest of dull times. 
This winter the receipts were nearly 30 per cent. less 
than last, 35 per cent. less than in 1880, 40 per cent. 
less than in 1879, and 4 per cent. more than in 1876-77. 
That is, the Atlantic receipts have been phenomenally 
small, 

Compared with last year there is a decrease every- 
where except Montreal, which makes no appreciable 
figure in winter. Of the total decrease of 10,800,000 
bushels, Baltimore suffered 4,775,000, Philadelphia 
2,645,000, New York 1,700,000, New Orleans 1,100,000, 
Boston but 600,000. If we compare this winter with 
that of 1876-77, when the total Atlantic receipts were 
about the same, we find the changes to consist of 

An increase of 5,564,755 bushels (50 per cent.) at 
New York and Boston, and 

A decrease of 5,424,407 bushels (454 per cent.) at 
Philadelphia and Baltimore. 

In 1876-77 Philadelphia and Baltimore received 
756,000 bushels (7 per cent.) more grain than New 
York and Boston. In the winter just past New York 
and Boston have received 10,233,000 bushels (157 per 
cent.) more than Philadelphia and Baltimore—cer- 
tainly a wonderful change. At New Orleans there is 
an increase compared with 1876-77 of 396,500 bushels 
(334 per cent.); but the amount both years was very 
small, and substantially all for domestic consumption, 
that city having exported less than 150,000 bushels 
during the three months this year. 

The percentage of the total receipts at each port 
each year was : 


1876-77. 1877-78. 1878-79. 1879-80. 1880-81. 1881-82. 

New York 31.4 41.2 41.1 39.2 37.3 46.4 
joston :..... 6 7.8 « 8.9 10.0 14.8 18.6 
Portland...... 1.9 2.2 1.5 2.4 2.2 3.1 
Montreal..... 0.3 0.1 0.1 0.4 0.4 0.7 
Philadelphia. 17.9 18.7 18.3 13.8 15. 7 12.0 
Baltimore.... 30.2 20.2 22.8 21.1 22.4 13.2 
New Orleans. 47 9.8 7.3 13. 7.2 6.0 


Total.......100.0 100.0 100.0 100.0 100.0 1000 
The percentages of New York, Boston: and Portland 
are much larger this winter than in any other here 
reported; those of Philadelphia and Baltimore, and of 
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Baltimore especially, much smaller. The percentage 
of New Orleans is the smallest since 1877. 
Comparing New York with Philadelphia and Balti- 
more together, we have the following percentages. 
1877, 1878. 1879. 1880. 1881. 1882. 


Now Woelle.. « .< csccscccet 31.4 41.2 41.1 39.2 37.3 46.4 
Phila. and Baltimore... 48.1 38.9 41.1 34.9 38.1 25.2 
The three cities....... 79.5 80.1 82.2 741 75.4 71.6 


In 1876-77, Philadelphia and Baltimore together re- 
ceived one-half more than New York; in 1878-79, the 
same; in 1880-81, a little more; this year, 45 per cent. 
less. 

Comparing New York and Boston together with 
Philadelphia and Baltimore together, we have : 


1877. 1878. 1879. 1880. 1881. 1882. 
New York and Boston... 45.0 49.0 650.0 49.2 521 65.0 
Phila. and Baltimore... 48.1 38.9 41.1 34.9 38.1 25.2 


The four cities........ 03.1 87.9 91.1 841 99.4 90.2 

Only in 1876-77 did the receipts of Philadelphia and 
Baltimore exceed those of New York and Boston; in 
1878 and 1879 the receipts of the two last-named places 
were the greater by a quarter, in 1880 greater by two- 
fifths, last year greater by three-eighths, this year 
they are two and three-fifths times as great. 

The decrease at the two southern cities is doubtless 
abnormally great; but there are solid reasons why in 
a time of very light exports, such as the last winter 
has been, there should be a much larger decrease at 
Baltimore than at New York. Chief of these is the 
fact that Baltimore probably requires not one-fourth 
as much for domestic consumption. On the average, 
for the five years ending with 1880, the apparent con- 
sumption (excess of receipts over exports) at the lead- 
ing ports was: 









New York. 40,000,000 
Boston...... . 16,000,000 
Philadelphia. . ... 14,800,000 
MINE inal ca csi gae oe tt. sek cw acer sks-ccencesss 9,803,000 


That is, New York consumes about 50 per cent. and 
Boston 20 per cent. of the total (consumption including 
shipments not exported). Thus, if we had 240,000,000 
bushels of exports, and these were distributed equally 
among the four ports, New York would receive 100,- 
000,000 bushels in all, or 31} per cent. of the whole, 
and Baltimore 70,000,000 bushels, and 22 per cent. of 
the whole. Now if the exports fall off to 40,000,000 
bushels, and are still evenly distributed, New York’s 
receipts will be 50,000,000 bushels, or 41} per cent. of 
the whole, while Baltimore's will be but 20,000,000, 
and 163 per cent. of the whole. We have exported 
but little during the past winter, and when there are 
no exports Baltimore wants but little grain. 

Further, when exports are light, they are likely to 
be taken almest exclusively by the regular steamer 
lines. The steamers must sail on their regular trips, 
and if there is not enough better-paying freight they 
will fill up with grain at rates which sailing vessels, 
carrying no other freight in either direction, probably, 
cannot compete with. Thus in such times the lowest 
ocean rates are at the places where there are’ most 
regular lines of ocean steamers. There are many more 
of these at New York and Boston than elsewhere. 
Other exports, as well as grain, are light; they have 
been carrying grain at low rates, and it is probable 
that it has not been worth their while for sailing ves~ 
sels to go to Philadelphia, Baltimore and New Orleans 
for cargoes to the extent that they have done in pre- 
vious years. 

The general course of the grain movement this year 
bears some resemblance to that in 1876-77. The crop 
of 1876, like that of 1881, was poor. Then, as during 
the past season, the railroads carried at war prices, 
and though they did not carry after harvest a very 
large amount of grain before spring, they did carry an 
extraordinarily large proportion of what there was to 
be marketed. Then followed until after the harvest 
of 1377 such stagnation in this traffic as we never have 
had to chronicle before or since; then it brought the 
railroads to their lowest depths of unprofitableness; 
but that season was after years of business prostration, 
when all traffic was bad; now nearly all other traffic 
except that in farm products is extremely active, and 
the loss from any one cause has comparatively little 
effect, though positively it may be great in amount. 











The Eads Ship Railroad. 


The United States Senate Committee on Commerce, to 
which the Eads Ship Railway bill was referred, has autho. 
rized a report with a recommendation for its passage with 
sundry ameodments. This brings the merits of the scheme 
fairly before Congress and the whole people. Whether the 
traffic would be sufficient t# make the scheme successful if 
the physical difficulties are overcome we will not now dis- 
cuss, It does not seem, either, that the informatibn which 
is accessible is sufficient to warrant any engineer \in declar- 
ing the scheme practicable or not unless he should make a 
special investigation of the whole subject, which would 
require much time and labor—more, we are inclined to be- 
lieve, than bas ever been given to it. 

To show “the practicability of constructing and operating 


a ship railway ” Captain Eads, or his friends, have issued a 
pamphlet containing “letters from leading engineers,” ex- 
pressing their opinionson that subject with more or less 
definiteness, of which the following extracts will indicate 
the tenor. Thus Nathaniel Barnaby, C. B., the present Chief 
Constructor of the British Navy. says: 

‘“* The problem of constructing a car on which a fully loaded 
en | can be safely transported over sucha railway is soluble, 
and the solution is, in my opinion, fairly indicated in your 
(Captain Eads’) plans.” 

Mr, John, Manager-in-Chief of the Barrow Ship-building 
Company, says: 

‘* Lifting a ship of large size clear out of the water has be- 
come ap every-day occurrence. The further step of lifting 
her to a considerable height is not a great one * * * 
Beyond these the conveyance of her over a railway, pro- 
vided the latter is moderately level and moderately straigbt, 
is a simple matter, which is certainly not outside the reach 
of civil engineers.” 

Mr. George Fosbery Lyster, Engineer-in-Chief Liverpool 
Docks, says: 

“If the permanent way, cradle arrangements and general 
details are carried out in the ingenious and substantial man- 
ner you describe, there will, in my judgment, be little or no 
difficulty in transporting properly‘constructed ships from 
sea to sea with entire confidence and safety.” 

Mr. John Fowler says: 

“[ have satisfied myself that there was no mechanical 
difficulty in carrying ships of any size, without injury to 
themselves, in a properly-designed car or cradle over a 
solidly-constructed railroad.” 

Mr. E. Leader Williams and Lionel B. Wells, both engi- 
neers of the Trent & Mersey Canal, testify to the success of 
the Anderton Lift, in which two barges and the water in 
which they float, weighing 250 tons, are raised and lowered 
by simple hydraulic apparatus through the space of 50 ft, 
These gentlemen also express their confidence in the practi- 
exbility of a ship railway. Mr. Sidingham Duer, ‘‘ who 
has devoted many years of his life to the study of hydraulic 
apparatus for lifting vessels,” says: 

‘*From long experience we may say that there is  dan- 
ger or difficulty in placing a loaded ship ona carriage suit- 
able for a railway, of transporting that ship and carriage 
from the water to the railway; and when this is done, I am 
of opinion that it will not be difficult to draw it quickly and 
safely across the Isthmus.” 

Messrs. Clark & Stantield, ‘**who have had a must exten- 
sive and successful experience in lifting ships,” say that 
there will be no difficulty in raising the vessels outof the 
water to a height not exceeding 46 feet, and that they 
‘apprehend no difficulty in perfecting the necessary details 
of the plans so as to insure the safe transportation of the 
largest loaded ships on the railway cars with absolute 
safety.” Messrs. Emmerson, Murgatroyd & Co., who con- 
structed the Anderton Lift and the hydraulic docks at 
Malta and at Bombay, say that they will guarantee the lift- 
ing of a fully loaded ship of 8,000 or 10,000 tons weight i: 
80 minutes, ready for attaching the locomotive to the car on 
which the ship is to be lifted and transported. Mr. William 
Pearce, sole proprietor of the works of John Elder & Co., 
expresses the opinion that a ship railway for vessels ‘‘ may 
be constructed and worked successfully.” Mr. Francis Elgar, 
a naval architect, thinks there would be no difficulty in rais- 
ing ship nor in constructing a cradle that will carry a 
loaded ship over a tolerably level country without risk or 
injury. Don Francesco de Garay, Engineer of the Valley of 
Mexico, says there are no grades on his line exceeding two 
per cent. (105.6 ft. per mile). Mr. William Sooy Smitb, the 
well-known American engineer, at present in charge of the 
Hudson River Tunnel, says: 

‘‘Ship railways on a small scale have long been in success- 
ful operation, both in this country and Europe, and any one 
who has seen the large ocean steamers now in use launched, 
cannot fail to pass by an easy transmission from the very 
cheap and temporary ‘ ways’ which carry them so easily 
into the water, to a well-constructed railway with a suitable 
number of firmly-built tracks, over which these steamers 
with their cargoes can be hauled rapidly and safely. 

Mr. Edward Hart, one of the oldest and ablest consti uc- 
tors in the United States Navy, expresses the opinion that 
“there can be no mechanical difficulty in the way of 


transporting loaded ships by railroad with entire 
safety to the vessel.” Mr. H. L. Fernald, Naval 
Constructor of the United States Navy, is of the 


same opinion. Mr. Q. A. Gilmore, Lieutenant Colonel of 
Engineers, United States Army, says that the plan is fe asi- 
ble and practicable as a business enterprise if ‘a route: of 
suitable alignment and grades will be found.” Mr. He ory 
Flad thinks tbat the cost of aship railroad will be cine- 
fourth of that of a canal, that it can be made in one-third 
the time, that the cost of maintenance will be less, and sltip: 
can be transported on it’ with absolute safety. Mr. O. 
Chanute, the well-known engineer of the Erie Railrcad, 
says that he “ gave the subject’ some attention and reached 
conclusions almost identical” with those of Captain Eitds, 
and that he ‘‘sees no reason why the railway should not; be 
worked at ten miles per hour.” \ Mr. T. C. Clarke, of the 
firm of Clarke, Reeves & Co., wrote that in bis opinion “‘ the 
ship railway is practicable to construct, and can be miin- 
tained as easily as any other railway having as large a tion- 
page; and that vessels of 4,0C0 tons can ba carried across 
without injury to themselves or their cargoes.” Gen. G, T. 
Beauregard, Mr. J. J. Williams, E. L. Cortbell, H. D. Whit_ 
comb, Chas. R. Suter, A. Dempster, Max E. Schmidt and E. 
A. Fuertes, all eminent engineers, express favorable opinions 
of the practicability of the scheme, 

A long letter from Sir Edward J. Reed, K.C. B., form- 
erly Chief Constructor of the British Navy, is published, in 
which he approves of the:scheme and says: 

“TI am of opinien—after making some guiding calcula- 
tions—that the weight of a cap andcradle, of ample strenjth 


tocarry aship of 4,000-tons weight, need not exceed 50 
tons; if to carry a ship of 6,000 tons jt need not exceed 750 


? Standard journal box.... ..... 


cradle, and although the eminent author of the letter says 

that he has made some “ guiding calculations,” itis to be 

feared that it would hardly be safe to trust very implicitly 

to their direction. In making any calculations of the weight of 

a vehicle for transporting ships it is important, of course, to 
determine the loads which the wheels of such a vehicle can 

carry. Captain Phelps, it seems, gave the load at five tons 

per wheel, whereas the author of the letter says this is only 

about one-half of the pressure which is sometimes allowed 
for the wheels of our fast-running locomotives. He does not, 
however, give the weight of the wheels which carry these 
loads. Evidently there must be some relation between the 
weight and the carrying capacity of wheels. A 5-ft. loco- 
motive driving-wheel aud tire, whicb is smaller than those 
used in English “ fast-running locomotives,” weighs 2,171 

Ibs. If each of these wheels should carry ten tons (22,400) 
jbs.), the weight carried is a little more than ten times that 
of the wheel. Ordinary 33-in. wheels for freight cars weigh 
530 Ibs. each and now carry in ordinary practice 7,500 Ibs. 
per wheel, or more than fourteen times their weight. 
The carrying capacity of the freight-car wheels 
is therefore very considerably greater than that of a 5-ft. 
locomotive wheel. Considering the enormous number of 
car wheels in use, it would be very remarkabie if their 
weight was very much greater than was required by the 
service. Itis very true that in some eases cars do earry 
heavier loads than those indicated by the weight per wheel,, 
but the present ordinary practice indicates that 7,500 Ibs.. 
is about the limit of the load that cast-iron car wheels willl 
safely carry. In fact, if the experience of winter before 
last is to be taken as an indication, the breakages which 
then occurred would seem to show that the loads on cast- 
iron wheels were then excessive. It may, of course, be that 
a wheel of less weight cuuld be made with an equal carrying 
capacity,” or of equal weight with greater strength, but 

if that should be done it would be an important discovery,. 
and so much outside of ordinary experience as to make it 

unsafe to base any calculations thereon. 

Taking the carrying capacity of ordinary car-wheels, and 
—for reasons which will be given bereafter—assuming the 
weight of a ship cradle at one-half that of the ship and its 
load, we would have fora 4,000-ton vessel a total Joad of 
6,000 toas, or 13,440,000 Ibs., which would require 1,792: 
ordinary car-wheels to carry it. A 6,000-ton ship would 
require the movement of a load of 9,000 tons, or 20,160,000" 
ibs., or 2.688'wheels. Having this data it is comparatively 
easy to get at. the weight required for certain parts of the 
running gear,'from the weights of these parts now in use. 
The following are the weights of the standard parts now 
recommended by the Master Car-Builders’ Association : 


Pe ee eT ee 








cov-r 10 * 
ae aie 9 
pedestal... 2.0056 sesee -141 


SI CIE ns vice ke deciedes -sssccsesoscinaueie 175 





Now, 941 x 1,792 = 1,686,272 lbs. = 752 tons ; and 941 
x 2,688 = 2,529,418 lbs. = 1,128 tons. 

In other words, the weight of wheels, and other parts 
enumerated, is, alone, 50 per cent. greater than that which 
Sir Edward J. Reed—*‘ after making some guiding calcula- 
tions ’—estimated as the whole weight of the cradle. In an 
ordinary. box-car the weight of those parts is about one- 
third the weight of the whole car. If tke same proportion 

should hold good in the construction of a ship cradle, its 
weight would be 2,256 tons tor a 4,020-ton ship, and 3,384 
for one of 6,G00 tons. Bearing in mind the elaborate 
mechanism, hydraulic or otherwise, for equalizing tbe loads 
on the wheels, and the pressure which the ship’s hull must 
resist, and, as Sir Edward J. Reed himself says, that ‘it is 
possible that when the ship was in motion along the railway, 
a considerable amount of lateral vibration. might be set up,” 
and also the tendency which large structures always have to 
increase in weight in’‘a much more rapid ratio than their 
linear dimensions, it is thought that there is very good 
reason for believing that Captain Phelps’ estimate that the 
weight of acradle to transport a ship would be equal to 
that of the latter with its cargo is not nearly so wide of the 
mark as that of his distinguished critic. 

With reference t> motive power, some * guiding calcu- 
lations ” may also be made. It should be said first, though, 
that with reference to the route of the ship railroad, its pro- 
jector tells us that it ‘*‘ has not yet been definitely determined, 

uthough my surveys have demonstrated the existence of 
two different ones, both of which are eutirely practicable, 
and on one of which there are no grades greater than one 
foot in a hundred ”—52.8 ft. per mile. As some of the en- 
gineers have stated that on lines traced and located grades 
of 2 per cent.—105.6 per mile— were necessary, it is appar- 
ently still uncertain what the ruling grade will be. As the 
line is not to have any curves, there will be no difficulty in 
coup ing as many wheels as may be desirable, and of util- 
z ng all the weight of the locomotives and tenders for ad- 
hesion. The latter may be assumed atone-fifth the insistent 
weight on the driving-wheels. The resistance at the slow 
speeds contemplated may be taken at 28.6 Ibs. per 
ton (of 2,240 Ibs.) on a grade of one in a hundred 
and 51.1 lbs. ona 2 per cent. grade. As the weight of 
a locomotive is five times its adhesion, for every ton 
weight of ship and cradle we must add for the 1 
per cent. grade 28.6 x 5 = 143 Ibs., and for the 2 per cent. 
51.1 x 5= 256.5 Ibs., to get the total weight, including 
locomotive. For the 4,000-ton ship we would then have 
6,256 x 143 = 894,608 lbs. = 400 tons + 6,256 = 6,656 tons 











tens.” 


6,256 x 255.5 =1,598,408 Ibs. = 713 tons + 6,256 = 6,969 


This letter is in fact the only one in which any reference ° 
is made to any of the features of construction of the car or“ 
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tons. For the 6,000-ton ship we would have: 9,384 x 143 = 
1,341,912 Ibs. = 600 tons + 9,384 = 9,984 tons: 9,884 x 
255.5 = 2,397,612 lbs. = 1,070 tons + 9,384 = 10,454 tons. 
As the resistance on the 1 per cent. grade is 28.6 lbs. per 
ton, we have for the total resistance in the two cases, 6,656 
x 28.6 = 190,361 Ibs., and 9,984 x 28.6 = 285,542 lbs. For 
the two per cent. grade, 6,969 x 51.1 = 356,115 lbs. ; 10,454 
x 51.1 = 534,199 Ibs. 

As these are the resistances to be overcome, the weight of 
the locomotives must be five times as great or 951,805, 1,427,- 
710, 1,780,575 and 2,670,995 ibs., that is, 475, 713, 890 and 
1,335 tons (of 2,000 lbs.) in each of the cases indicated. The 
power required would in other words be as much as 8, 14, 
18 and 27 of the heaviest consolidation engines now in use 
could exert. It is true that the speeds being very slow and 
the lines without curves the whole weight of the engine 
and tender can be utilized on such a line, and therefore the 
aggregate weight of locomotivesrequired would not be equal 
to that of the number of consolidation engines named, but 
the figures indicate the enormous magnitude of the un- 
dertaking, and while it would be rash to say that it cannot 
be carried out, yet, considering the vast sums of money on 
which the government is asked to guarantee interest, it 
seems that a very thorough and searching iuvestigation by 
the ablest engineers should be made into the practicability 
and the merits of the scheme before the Congress passes 
such a bill. 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Alliance, Niles, & Ashtabula.—Track laid from Alliance, 
O., northeast 9 miles. 

Atlantic & Pacific.—Extended from Cafion Diablo, Ariz., 
west to Williams, 69 miles. 

Chicago, Burlington d& Quincy.—Track on the Denver Ex- 
tension is now laid 80 miles west of the Colorado line, an 
extension of 15 miles. Also from Denver, Col., east 314 
miles. 

Ft. Worth & Denver City.—Track laid from Ft. Worth, 
Tex., northwest 6 wiles. 

Green Bay, Winona & St. Paul.—The Stevens Point 
Branch is completed from Plover, Wis., north to Stevens 
Point, 6 miles. 

Memphis, Selma & Brunswick.—Extended from Greens- 
boro, Ala., northwest 314 miles. Gauge, 5 ft. 

Nashville, Chattanooga d& St. Louis.—The Duck River 
Branch is extended from Petersburg, Tenn., south by east 
to Fayetteville, 13 miles. Gauge, 3 ft. 

Northern Pacific.—Extended westward to Little Rosebud, 
Mon., 19 miles. 

St. Louis, Iron Mountain & Southern.—The Crowley 
Ridge Branch is completed to a point twenty miles south of 
Knobel, Ark., an extension of 10 miles. 

This is a total of 154 miles of new railroad, making 609 
miles thus far reported for 1882, against 254 miles reported 
a> the corresponding time last year, 575 miles in 1880, and 
141 miles in 1879. 








UNITED STATES £1G-IRON PRODUCTION IN 1881 is now re- 
ported finally by Mr. James M. Swank, Secretary of the 
American Iron and Steel Association, who has received re- 
ports from all the blast furnaces. The output is a little less 
than he had estimated it, the increase over 1880 being 8 per 
cent. instead of 16,'as estimated. The fact is that the fur- 
naces were pushed to the utmost in 1880 when prices were 
highest, and the production could be increased in 1881 only 
by the construction of new furnaces or the improvement of 
old ones. It is probably fortunate that there has not been a 
great increase in the blast furnace capacity of the country, 
because we are now doubtless producing much more than 
the average consumption of the country. 

The production in each of the last three years and in 1876 
has been, in tons of 2,240 lbs. : 
1876. 1879. 


1880. 18381. 
WR 6d v6 onitsnvn 1,868,961 2,741,853 3,835,191 4,144,254 
The production in 1876 was the smallest for several years. 
In the latter part of 1879 the demand first became very 
great, and in that year the production was nearly 50 per 
cent. greater than in 1876: but from 1879 to 1880 the in- 
crease was no less than 40 per cent., and in 1880 the produc 
tion was more than twice as great asin 1876. From 1850 to 
1831 the increase was 399,063 tons, or 8 per cent.—as rapida 
growth as would be healthy, probably, after the great ex- 
pansion of the previous year. The increase since 1879 has 
been 1,402,401 tons, or 51 per cent. 
Mr. Swank’s report gives the number of tons of pig iron 
produced by each kind of fuel as follows: 
1879. 1880. 





1881 
Bituminous coal. 1,741,254 2,025,236 
Anthracite....... 1,613,974 1,548,677 
Charcoal 479,963 570,3u4 
Niacin nike tis: cake cece 3,835,191 4,144.254 





The rate of increase in the production of each kind has 
been: 


Bituminous. Anthracite. Charcoal. 
From 1880....... Inc. 16.3p.c Dec. 4.0p.c. Inc.. 18.8 p. c. 
From 1879........ Inc. 57.6 “ Inc. 35.4 “* Inc. 7.1 “ 


It appears that the production of anthracite pig was less 
in 1881 than in 1880, which was probably partly due to the 
bigher price of anthracite coal, but it is to be expected that 
the proportion of anthracite pig will decrease, because the 
anthracite is most distant from the part of the country 
whore the consumption of iron increases most rapidly—that 
is, in the West and Southwest. The increase in bituminous 
pig was nearly one-sixth, but the greatest rate of increase 
is in charcoal pig—18%{ per cent. since 1880 and 78 per 
cent. since 1879. The charcoal pig was 114 per cent. of 
the whole in 1879 and 18% per cent. in 1881. 

The increase in charcoal pig has been greatest in Michi- 


gan, which now produces nearly three times as much as any 
other state, but there was also a large increase in Missouri, 
Pennsylvania and Alabama. In Missouri there was a de- 
crease in bituminous pig nearly as great as the increase in 
charcoal. In total production, of course Pennsylvania leads, 
as always ; its proportion is 47.2 per cent. of the whole in 
1881, against 48.7 in 1880, and 52.4 in 1879. Then comes 
Ohio, with 15.5 per cent. of the production in 1881. New 
York follows, with a decrease in quantity and a fall in per- 
centage from 9.2 in 1880 to 7.7 in 1881. Illinois, 
which held the sixth place in 1880 and the eighth 
in 1879, takes the third in 1881, having 
an increase larger in amount than any other state except 
Pennsylvania, yet producing but 5.4 per cent. of the whole. 
It has more than trebled its production since 1879. Michi- 
gan holds the fifth place, as in 1880. It was fourth in 
1879. New Jersey, which was fourth in 1880, is sixth in 
1881, with production nearly the same in amount. North 
Carolina, Colorado, California and Washington appear in 
1881, for the first time in three years, among pig-iron pro- 
ducers—Colorado and Washington for the first time in their 
history. 

Mr. Swank reports 25 new blast furnaces completed iu 
1881, and 23 others were begun, while 12 were aban- 
doned. 

The consumption of pig iron during the year, as nearly as 
can be ascertained, was 4,982,565 tons, which is just «ne- 
fourth more than Mr. Swank estimated that it was in 1880, 
in his report published last July. The home production last 
year was 83} per cent. of the consumption. 


CuicaGO SHIPMENTS EASTWARD during the week ending 
Feb. 25 were 47,928 tons, against 53,211 in the correspond- 
ing week of last year and 57,622 in the previous week this 
year. These shipments are the smallest since the last week 
of November, and with that exception the smallest since 
June 11. There were just eight weeks in 1881 when ship- 
ments were smaller; but there were only 15 in 1880 when 
they were larger, and 1880, it should be remembered, was 
the year when this traffic was most profitable. Of the 
shipments of the week this year, 6.1 per cent. was by the 
Grand Trunk, 37.3 by the Michigan Central, 17.8 by the 
Lake Shore, 24.7 by the Fort Wayne, 7.9 by the Pan- 
handle, and 6.2 by the Baltimore & Ohio. The proportion 
of the Michigan Central is large without precedent; but it 
is mostly at the expense of the Lake Shore, though the 
Grand Trunk also suffers. The two Pennsyivania roads 
have nearly their old pool percentage. For thre2 successive 
years the shipments of this week have been : 

1880. 188}. 1882. 
aS ia) acsinseeceuseadacs . 42,776 53,211 47,928 

For the week ending March 4 the shipments billed from 
Chicago by these six roads are reported by the Chicago 
Board of Trade to have been 35,154 tons, against 39,691 
tons reported by it for the preceding week. Last week 
10,233 tons of these shipments were flour, 15,104 grain aud 
9,715 provisions. The two Vanderbilt roads carried 51 
per cent. of the flour and grain, the two Pennsylvania 
roads 59 per cent. of the provisions. 

The prospect is for a light traffic, not only through March, 
but for the rest of the season, until after harvest. The 
anuouncement of the advance in rail rates next week should 
stimulate shipments this week, but it seems not to have done 
so in the last half of last week, when also it was known. 
The truth is, there is not much to ship. It will not be sur- 
prising if lake navigation opens by the first of April, but 
the 25-cent rate announced for March 13 is not high enough 
to keep back shipments, which, indeed, are chiefly for 
domestic consumption, and in large part will have to go by 
rail. The small amount of traffic, however, is likely 
to make both lake and canal rates unusually 
low at the opening; there is an immense tonnage 
to compete for the light traffic. It will probably be the best 
policy for the railroads not to attempt to compete with the 
vessels fur the export grain. They can get the provisions, 
the flour and most of the grain intended for domestic con. 
sumption at interior points at rates which will yield some 
profit; but if they carry the export grain (which will be but 
little in any event), they will probably have to carry it at 
less than cost, in face of the lake and canal competition; and 
if they carry any grain at cost or less, they will] (though they 
need not) carry ull the through east-bound freight at similar 
unprofitable rates. They should recognize the fact that the 
lake vessels are bound to get grain to carry, if they have to 
take it at 11¢ or 2 cents a bushel. 








StaTE RAILROAD MANAGEMENT is not likely to suffer for 
want of criticism. A Melbourne newspaper is not pleased 
with the railroads in the colony of Victoria, and expresses 
itself with something of the frankness of the American 
editor whose pass has not been renewed. Not to speak of 
graver faults, itsays that the carriages are inconvenient, 
the stations comfortless, the clerks and porters uncivil, the 
fares unequal, the luggage arrangements irritating, the re- 
freshments disgusting, and complaints unavailing. More- 
over, it declares that all the gate-keepers on the line are 
crippled, bliad, deaf or paralyzed—or all four at once. It 
should be borne in mind that the railroads in Victoria be- 
long to the government and are worked by the state. Not 
that this accounts for their being bad, but that it may 
account for the very bad opinion of them 

by a newspaper opposed to the administration. The 
maimed, blind and _ paralytic gatekeepers of 
which it complains evidently do not vote 
with its party. When that party is in power it will have 
much to say in praise of the Victoria railroads and its 





! but then we shall get the same complaints from the organs 
of the other party. Imagine the New York Central road 
worked by the state, with a Democratic or Republican 
party boss as General Manager, and his appointees as 
employés! We will not say what the management would 
be, but we venture to say that it could not be so good that 
the opposition newspapers would not find it horrible. By 
the way, the recent declaration of Prince Bismarck, that all 
government employés are bound to support the govern 
ment candidate at the elections, must be a pretty hard dose 
for the 150,000 or so of the Prussian state railroad em- 
ployés to swallow, the more so as a very large portion of 
them have very recently become state embloyés, being 
transferred with the railroads which the state has lately 
bought, and of course being of all kinds of politics. For 
that matter, however, there has been no regard to politics 
in forming any of the Prussian civil service corps heretofore, 





@©eneral Qailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
St. Louis, Iron Mountain & Southern, adjourned annual 
meeting, in St. Louis, March 14. 
Pennsylvania, annual meeting, at Musical Fund Hall, 
Philadelphia, March 14, at 11 a. m. 


Railroad Conventions. 

The National Association of General Passenger & Ticket 
Agents will hold its annual meeting in New York, at the 
rooms of the Railway Club, No. 46 Bond street, beginning 
on Tuesday, March 21, at 1lla.m. Blank credentials will 
be furnished new members at the meeting. 


Dividends, 

Dividends have been declared as follows : 

Manhattan, 1\¢ per cent., quarterly, on the first and sec- 
ond-preferred stock, payable April 1. Transfer books close 
— 15. n 

issouri Pacific, 1)¢ per cent., quarterly able April 1. 
Transfer books close March 20. "" Jastes s 

South Carolina, 1 per cent. upon the income bonds, out of 
~ ee of November and December last, payable 

pril 15. 

Dubuque & Sioux City (leased to Illinois Central), 3 per 
cent., semi-annual, payable April 15. 

New York d& Harlem, 2 per cent., payable April 1. This 
is from the profits of the city line, and 1s additional to the 
regular 8 per cent. dividends paid under the lease to the 
New York Central & Hudson River. 

New York Central d& Hudson River, 2 per cent., quarterly, 
payable April 15. Transfer books close March 15. 

estern Union Telegraph, 1\<¢ per cent., quarterly, pay- 
able April 15. Transfer books close March 18. 














ELECTIONS AND APPOINTMENTS. 


Alexandria & Washington.—The United States Circuit 
Court has appointed Mr. G. C. Wilkins Receiver. Mr. Wilkins 
is Superintendent of the Northern Central and the Balti- 
more & Potomac road. 


Atchison, Topeka & Santa Fe.—Mr. Walter W. Allen has 
been appointed Fuel Agent, with office in Topeka, Kan., in 
place of R. C. Hawley, resigned. 


Baltimore & Ohio.—The following circular from Presi- 
dent Garrett, announcing some changes already noted, is 
dated Baltimore, March 1. 

“Mr. Nathan E. Chapman is this day appointed Master 
of Machinery of the Main Stem and branches, and the 
Trans-Obio and Pittsburgh divisions, with headquarters at 
Mt. Clare, Baitimore, vice Mr. John C. Davis, resigned. 

“Mr. Andrew J. Cromwell is appointed Assistant Master 
of Machinery of the Main Stem and branches, with head- 
quarters at Baltimore. 

“Mr. William H. Harrison is appointed Assistant Master 
of Machinery of the Trans-Ohio divisions, with headquarters 
at Newark, O. 

Mr. John E. Sampsel is appointed Assistant Master of 
Machinery of the Pittsburgh Division, with headquarters at 
Connellsville, Pa.” 


Bell’s Gap.—Mr. Charles F. Berwind bas been chosen 
President in place of A. L. Massey. Mr. Berwind isa large 
coal operator in the Clearfield and Snow Shoe regions. 


Carolina Central.—The board has elected Jobn M. Robin- 
son President, in place of D. R. Murchison, deceased, and 
Livingston Miunis a director in place of Mr. Murchison. 
Mr. Robinson is also President of the Raleigh & Gaston and 
the Seaboard & Roanoke companies. 


Central lowa.—Mr. J. G. Johnston has been appointed 
Assistant Superintendent, with office at Marshalltown, Ia. 
He was connected with the road several years ago. 


Central, of New Jersey.—The Chancellor of New Jerse 

has appointed Henry 8. Little Receiver in place of Francis 
S. Lathrop, deceased. Mr. Little is a well-known laywer, 
and was for many years Clerk of the Court of Chancery. 
He is President of the New York & Long Branch Company. 


Central Pacific —Mr. W. W. Prugh is appointed Asssist- 
ant Superintendent of the Visalia and Tulare divisions, 
with office in Tulare, Cal., in place of R. B.- Campbell, 
resigned. 








Charleston & Savannah.—At the annual meeting in 
Charleston, S. C., last week. the following directors were 
chosen: W. H. Brawley. Wm. Cutting, C. G. Memminger, 
B. F. Newcome, H. B. Plant, W. T. Walters. The board re- 
elected H. B. Plant President. 


Chesapeake & Ohio.—Mr. Charles Lorraine has been ap- 
pointed Ticket Agent in Richmond, Va., and Acting Gen- 
eral Baggage Ageut. 


Chicago & Alton.—Mr. H. G. Locke bas been appointe: 
New England Freight Agent, with headquarters in Boston. 


Chicago & Grand Trunk.—This company has elected 
Joseph Hickson President : L. B. Seargeant, Vice-President; 
Charles Pearcy, Secretary and Treasurer. 


Chicago, Pekin & Southwestern.—The Court has a 
inted Mr. Albert H. Crocker Receiver in place of 8. B. 
resigned. 

Chicago, St. Louis & New Orleans.—At the annual meet- 
ing last week the old board was re-slected. The board 
elected James C. Clarke President in po of Wm. H. Os- 
borne, who declined a re-election; Stuyvesant Fish, Vice- 
President, in place of Mr. Clarke; Howard H. Henry, Sec- 





polite and accommodating clerks and porters, no doubt ; | retary. 








































































































































been chosen President in place of D. H. Hale. Mr. John | 
TT. McAuley succeeds Mr. Howard as Vice-President. Mr. | 
W. H. Hale is appointed Assistant Treasurer. 
| 


Denver & Rio Grande.—Mr. A. 5. Hughes bas been ap”) 
pointed General Freight Agent in place of S. W. Eccles, | 
who has gone to the Denver & New Orleans road. 


Denver & New Orleans.—Mr. 8. W. Eccles has been ap- 
ee General Superintendent. He was recently General 
reight Agent of the Denver & Rio Grande. 


Eastern Maine.—This company, successor to the Bucks- 
port & Bangor, has been organized by the election of the 
followin irectors: S. D. Bailey, J. R. Bodwell, L. A. 
Emory, Eu ene Hale, George W. Kimball, Maynard Sum- 
ner, Davis Tillson. The board elected Eugene Hale Presi- 
dent; George W. Kimball, Vice-President; L. A. Emory, 
Clerk; Edward Swazey, Treasurer; L. L. Lincoln, Superin- 
tendent. 


Grand Rapids & Indiana.—At the annual meeting in 
Grand Rapids, March 1, the following directors were 
chosen: H. J. Hollister, W. O. Hughart, W. R. Shelby, 
Grand Rapids, Mich.; G. Wait, Sturgis, Mich.; S. 8. Cobb, 
Kalamazoo, Mich.; Pliny Hoagland, C. A. Zollinger, Fort 
Wayne, Ind.; J. N. McCullough, Thomas D. Messler, Wm. 
Thaw, Pittsburgh, Pa.; John P. Green, George B. Roberts, 
Philadelphia; Robert B. Potter, New York. The board re- 
elected W. O. Hughart President and General Manager; W. 
R. Sheiby, Vice-President, Assistant Manager and Treas- 
urer; J. H. P. Hughart, Secretary and Vaymaster; F. A. 
Gorham, Auditor; H. B. Leet, General Freight and Passen- 
ger Agent; P. S. O’Rourke, Superintendent of the South- 
ern Division;3J. M. Metheany, Superintendent of the North- 
ern Division. 


Housatonic.—At the annual meeting in Bridgeport, Conn., 
Feb. 24, the following directors were chosen: Churles K. 
Averill, Wm. H. Barnum, Wm. D. Bishop, David S. Draper, 
Eiward Leavitt, A. B. Mygatt, Horace Nichols, John B. 
Peck, Samuel Willetts. The board re-elected Wm. H. Bar- 
num President; David S. Draper, Vice-President; C. K. 
Averill, Secretary and Treasurer. : 


Lake Erie & Western.—Mr. J. H. Cheney has been 
chosen First Vice-President in place of D. P. Eels. Mr. E. 
> R. Lyman succeeds Mr. Cheney as Second Vice-Presi- 

ent. 


Maine Shore Line.—This company has been organized by 
the election of the following directors: 8. N. Campbell, L. 
A. A. Emory, J. N. Greene, S. D. Leavitt, James E. Lynott, 
G. E. Painter, James R. Talbot. The board elected J. N. 
Greene President; 8. N. Campbell, Clerk. 


Missouri oe tag the annual meeting iu St. Louis, 
March 7, the following directors were chosen : R. S. Hayes, 
St. Louis; F. L. Ames, South Easton, Mass. ;S. H. H. Clark, 
Omaha, Neb.; Wm. F. Buckley, Sidney Dillon, Thomas T. 
Eckert, George J. Forrest, George Gould, Jay Gould, A. L. 
Hopkins, H. G. Marquand, Russell Sage, Samuel Sloan, 
New York. 


Natchez, Jackson & Columbus.—Col. J. H. Fitzpatrick, 
Secretary and Superintendent, has, at his own request, been 
relieved of the duties of Superintendent, and assumes instead 
those of General Freight and Passenger Agent. 

Mr. Belton Mickle bas been appointed Superintendent. 
He was recently Chief Engineer of the Selma & Greensboro 


. 


New York d& New England.—Mr. O. M. Shepard, Master 
of Transportation, is Acting Superintendent of the Western 
and ~~ divisions, in place of J. C. Rawn, resigned. 

Mr. W. W. Currier is appointed Train-Master of the West- 
ern Division, in place of Mr. Rogers, resigned. 


New York, Pennsylvania d& Ohio.—At the meeting held 


Chicago, Texas d& Mexican.—Mr. Charles Howard has | Barry, Thomas H. Dudley, Charles E. Elmer, Strickland 
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Kneass, Coleman F. Leaming, Lewis Mulford, John M. 
Moore, George B. Roberts, N. ‘Parker Shortridge, Edmund 
Smith, Thomas H. Whitney, George Wood, Thomas Jones 
Yorke. apa ; 
PERSONAL. 
—Mr. E. Comboul has resigned his position as Chief 
Engineer of the New York, Texas & Mexican read. 





—Mr. J.C. Rawn has resigned his position as Superin- 
tendent of the Western Division and Springfield Branch of 
the New York & New England road. 


—Mr, Isaiah Hoyt is probably the oldest road-master in 
the country, having held that position on the Boston & 
Providence road since 1833, The company has just named 
a new locomotive after its veteran officer. 


—Mr. Benjamin Dow, who died at the Palmer House, 
Chicago, Feb. 27, aged 53 years, was widely koown and 
liked among railroad men. For some years he had repre- 
sented the Wakefield Rattan Company, of Boston. 


—Mr. Chauncey R. Morris has resigned his position as 
Master Mechanic of the Eastern Division of the Wabash, 
St. Louis & Pacific road, and will return to Bridgeport, 
Conn., his native place, where he expects to go into business. 


—Miss Kate Shelly, the young girl who saved a Chicago 
& Northwestern express train from wreck by a wash-out 
one night last summer, at the cost of considerable suffering 
and the risk of her own life, has been voted a gold medal by 
the Iowa Legislature. 


—Mr. E. M. Leuffer bas resigned his position as Chief 
Engineer of the Boston, Hoosac Tunnel & Western road, to 
take charge of a division of an important railroad project in 
Pennsylvania. His address for the present is at No. 196 
Race street, Philadelphia. 


—It is reported that Mr. John C. Gault, late General Man- 
ager and now General Traffic Manager of the Wabash, St. 
Louis & Pacific, has been offered the position of General 
Superintendent of the Chicago, Milwaukee & St. Paul. Mr. 
Gault was Assistant General Manager of the St. Paul road 
before he went to the Wabash. 


—Judge Francis 8. Lathrop, Receiver of the Central Rail- 
road of New Jersey, and President of the company, died at 


his residence in Madison, N. J., March 3, of an affection of 


the heart. Though somewhat sudden at the last, his death 
was not altogether unexpected, as he had been suffering for 
some months. 

Judge Lathrop was born in West Springfield, Mass., in 
November, 1806, his father, Dwight Lathrop, being a well- 
to-do merchant of that place. He received a common- 
school education, and after spending three years as a clerk 
in his father’s store, removed to New York, where he ob- 
tained a position in a dry goods store in that city. Wi be 
had attained his majority he entered intg:partnership with 
C. L. Lusk, in the retail dry ~ggods™Dnsiness Changes 
were subsequently made, and “im I1%~ae relinquished 
the business and accepted the position of Presi- 
dent of the Union Mutual Fire & Marine Insurance 
Company, which he held for more than 25 years Mr. 
Lathrop was made President of the Board of Marine 
Underwriters on May 17, 1871, and held the office until 
September 20, 1877, when he resigned to devote himself to 
his duties as Receiver of the Central Railroad of New Jer- 
sey. Up to the same date, from 1865, he was Treasurer of 
the Chamber of Commerce. From about 1850 he wasa 
resident of New Jersey and took a deep interest in the poli- 
tics of that state, being recognized as one of the ablest lead- 
ers of the Democratic party. He never held or desired any 
elective office (though several times mentioned as a candi- 
date for Governor), but served the state as a member of the 
Riparian Board—whose establishment was largely due to 








in London, March 3, the following. voting trustees were 
chosen, to hold and vote the stock: By the first-mortage 
bondholders, Sir George Balfour, Henry C. Raikes, Rev. J. 
Lockington Bates; by the second-mortgage bondholders, Mr. 
Geo. C. Lewis. These are the old trustee~. The party who 
proposed to make Wm. H. Vanderbilt and Franklin B. 
Gowen trustees were voted dcwn by a large majority. 


Northern Pacific.—Mr. S. G. Fulton has been appointed 
Division —— Agent of the Dakota Division, with office 
in Fargo, D. T. The division includes all linesin Dakota 
east of the Missouri River. Mr. Peter B. Groat has been ap- 

inted General Immigration Agent, with office in St. Paul, 


inn. Mr. Groat has had much experience in passenger | 


business, and was at one time General Passenger Agent of 
the Kansas Pacific. 


Philadelphia, Mariton & Medford. — This company has | 


elected Charles A. Freeman President; D. M. Zimmerman, 
Secretary and Treasurer. The road is leased to the Camden 
& Atlantic Company. 


Rio Grande & Pecos Valley.—The directors of this new 
company are: H. J. Clifford, H. J. Coke, L. Howell, M. A. 
Shaffen 
J. B. Chaffee, Alexander C. Hunt, of Colorado; W. W. Wad- 
dington, New York. 


Rumford Falls & Buckfield.—At the annual meeting in 
Canton, Me,, March 1, the following directors were chosen: 


S. C. Andrews, R. C. Bradford, Otis Hayford, N. L. Mar- | 


shall, Israel Washburn, Jr. The board re-elected Israel 
Washburn, Jr., President; Sullivan C. Andrews, Vice-Presi- 
dent and Treasurer; George D. Bisbee, Clerk; Otis Hayford, 
Superintendent; Oren Spaulding, Assistant Superintendent; 
R C. Bradford, General Freight and Ticket Agent. 


St. Louis, Iron Mountain & Southern.—Mr. Jay Gould is 
now President in place of Henry G. Marquand. Mr. A. H. 
Calef has been chosen Treasurer in place of D. W. McWil- 
liams, who has gone to the Manhattan Company. 


Texas-Mexican.—Mr. Wm. J. Palmer has been chosen 
President, in place of Charles S. Hinchman, who continues 
with the company as Vice-President. 


Union Pacific.—At the annual meeting in New York, | 


March 8, the following directors were chosen: John Sharp, 
Salt Lake, Utah; S. 
M. Dodge, Council Bluffs, Ia.; Wm. L. Scott, Erie, Pa.; 
Frederick L. Ames, Elisha Atkins, Ezra H. Baker, F. Gor- 
don Dexter, Boston; Sidney Dillon, David Dows, T. T. 
Eckert, Jay Gould, Solon Humphreys, Russell Sage, Au- 
gustus Schell, New York. There is no change from last 
year. 


United New Jersey.—The New Jersey Legislature in joint | 


convention has re-elected Charles A. 
State Director in this company. 


Wabash, St. Louis & Pacific.—Mr. J.B. Barnes has been 
appointed Master Mechanic of the Eastern Division, with 
re) at Ft. Wayne, Ind., in place of Chauncey R. Morris, 
resigned, 

West Jersey.—At the annual meeting in Camden, N. J., 
March 7, the following directors were chosen; J. W. Du- 


utts, of Burlington, 


rg, J. W. Throckmorton, A. W. Wilcox, of Texas; | 


. H. Clark, Omaha, Neb.; Grenville | 


him—a member of the Morris Plains Lunatic Asylum Com- 
mission and a Lay Judge of the Court of Errors and 
| Appeals. 

Judge Lathrop was for a number of years a director of the 
Morris & Essex Company, and was prominent in the nego- 
tiations which ended in the lease of that road to the Dela- 
ware, Lackawanna & Western. To railroad men he is 
chiefly known as Receiver of the Central Railroad, since 
1877, and its President for somewhat over a year past. He 
was not, however, in any sense distinctively a railroad man. 
He had had no experience in practical railroad manage- 
ment, and his training had been that of a merchant. And 
so his management of the Central, which must be considered 
as successful, was that of a shrewd man of business, while 
the immediate operation of the road was left to his subor- 
dinates. His loss will be severely felt by the party which 
desired his continuance in the presidency after the ap- 
| proaching termination of the receivership. 


| 
| 
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TRAFFIC AND EARNINGS. 
Grain Movement. 
For the week ending Feb. 25 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 


| kets and receipts at the seven Atlantic ports have been, in 
| bushels, for the past six years : 





| Vosr Northwestern Northwestern Atlantic 
: receipts. shipments receipts. 
0 PERE 1,315,110 2,375,036 
Sree 1,953,113 3,689,356 
Serre 1,727,475 4,389,067 
co See 3,943,472 2,320,154 3,926,011 
S14 is skaawaehunee eee 2,391,492 1,686,909 3,427,219 
cae a eine Sen eoes 1,702,425 1,814,838 1,721,113 


The change that has been going on for a little time past is 
here most distinctly seen. The receipts of the Northwest- 
ern markets, which previously to this year had been much 
larger than last year or any other year, suddenly have fallen 
off and become smaller than before for several years, except 
when reduced by snow blockades. Since April, 1877— 
nearly five years—Northwestern receipts have been so small 
in but three weeks before—namely, the last week of 1877 
and the first week of 1878, and the week ending Feb. 19 
| last year. The decrease from the week previous this year is 
no less than 1,500,000 bushels, or 402g percent. The shbip- 
ments of these markets for the week were about equal to the 
| average in the corresponding week for four years previous, 
but were 540,000 bushels (23 per cent.) less than the 
| week before, and the smallest since the first week of 
| the year. Of these shipments 205,345 bushels 

(11.3 per cent.) went down the Mississippi. There have now 
been considerable Mississippi River shipments for three suc- 
cessive weeks, amounting to 730,492 bushels, which is about 
as much as for the 10 weeks previous. Last year shipmeuts 
as large as this were made in asingle week. The Atlantic 
receipts for the week were smaller than in any corresponding 
week since 1875, only about half as large as last year, 
and the smallest since the second week of January this year. 
These have been smail all the winter, while the Northwest- 
= receipts and shipments until now have been unusually 








large. 
Of the Northwestern receipts for the week, Chicago had 46 
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per cent., St. Louis 20, Milwaukee 12.4, Peoria 11.9, Detroit 
4.4, Toledo 3 and Cleveland 2.3 per cent. The total decrease 
being 1,500,000 bushels from the receipts of the week pre- 
vious, it was felt everywhere, but most at St. Louis, where 
doubtless receipts were greatly reduced by floods, but the 
decrease was very large also at Chicago and Milwaukee, 
which did not suffer much from the floods. 

Of the Atlantic receipts, New York had 55.7 per cent., 
Boston 13.8, Philadelphia 9.2, New Orleans 8.6, Baltimore 
6.8, Portland 5.3 and Montreal 0.6 per cent. Portiand’s 
receipts are exceptionally large, but they are still unimpor- 
tant; the New Orleans receipts are the largest of the year, 
but still are small. In the pepe seg week of last year 
they were nearly three times as great. altimore continues 
to have wholly insignificant receipts, as before this year. 
It received six times as much in the corresponding week of 
last year. 

The exports of these ports during the week ending Feb. 25 
were 1,560,852 bushels—58.3 per cent from New York, 14.8 
from Boston, 11.1 from Philadelphia, 7.2 from Baltimore, 
6.1 from Portland and 2.5 per cent from New Orleans. 
The New Orleans exports are the largest for eleven weeks. 
They were all wheat, and the first wheat exports from that 
port, we believe, since September. e 

For the week ending March 1 the exports of Atlantic 
ports were 127,042 barrels of flour and 1,825,772 bushels of 
grain this year, against 114,946 barrels of flour and 2,808,- 
277 bushels of grain in the corresponding week of last year. 
The exports last week were the largest for months. 

For eight successive weeks, ending March 1, exports have 
been: 


1882, 1881. Inc. or Dec. P.c. 
Flour, barrels.. 656,834 1,027.696 D 370,862 36.1 
Wheat, bush... 5,282.132 9,820,512 D. 4,538,380 41.3 
RS eee 2,841,908 6,395,804 D. 3,553,896 55.5 
ee 69,082 370,449 D 301,467 81.3 
aikas.0s05. 0's 133,501 106,210 I. 27,291 25.7 


oe 11,282,376 21,317,707 D. 10,035,331 47.1 

The total exports for the eight weeks are thus little more 
than half those of last year. 

The great improvement in exports recently is shown by 
the following comparison of them during the four weeks 
— Feb. 1 with those of the following four weeks ending 
March 1: 


——Four weeks to—— 








Feb. 1. March 1. Increase. P.c. 

Flour, bbls........ .... 380,208 276.626 103,582 37.4 
Grain, bu ............ 5,258,913 3,067,710 2,191,203 714 
OGRE WR cass. cas 6,969,849 4,312,527 2,657 322 61.6 


Most of the increase in grain exports has been in flour, of 
which 2,189,000 bushels were — in February, against 
652,700 in the four previous weeks. 

For the week ending March 4 receipts and shipments at 
Chicago and Milwaukee were: 














—--—Receipts — — Shipments.—--— 

1882. 1881. 882. 1881. 
Chicago........ . 697,472 1,050,841 642 614 887,616 
Milwaukee... ... 255,077 150,406 144,562 61,078 
Both. 952.549 1,201,347 787,174 948,694 


For the week ending March 4 receipts at four Eastern 
ports were: 


Bushels ; New York. Boston. Phila. Balt. Total. 
3$82......1,194,840 222.676 51,650 78,033 1,487,199 

1881..... .1,236,765 287,105 368,300 835,139 2,727,309 

P.c. of total: 

1882...... 76.3 15.0 3.5 5.2 100.0 

| ae 45.4 16.5 13.5 30.6 100.0 


Thus Philadelphia and Baltimore together received but 
8.7 per cent. of the whole this year, against 44.1 last. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Two months ending Feb. 28: 









1882. Inc. or Dec. P. ¢. 
B.,CedarR.& No. $478,454 ) I. $186,194 63.7 
Chie. & Eastrn Ii. 274,212 I. 31,637 13.0 
Chiec., Mil. & St. P.  2,812.000 73,5 I. 1,138,486 68.0 
Chic. & Northwest 3,192,240 2,205,866 I. 986.374 44.8 
C., St. P., M. &O.. 622,535 416,379 TI. 206,156 49.5 
Denver & R. G.... 904,901 625,156 IL. 279,745 44.8 
Det., Lan. & No.. 223,643 153,099 I. 70,544 46.1 
Hann. & St. Jo... 292,986 277,258 I. 15,728 5.6 
Lou. & Nash..... 1,910,101 1,671,241 I. 292,860 18.1 
Long Island..... 231,468 204,518 I. 26,950 13.1 
Mil.. Lake S. & W. 131,246 69,408 I. 61,838 89.2 
Mo. Pacific lines. 
Central Branch. 129.507 ‘Ate nese eeen Mane Rees 
Int. & Gt. No... 398,620 391,258 I 7,362 1.9 
Mo., Kan. & T.. PEE Saison caaceses. deecdenaa beeline eNeniie 
Mo. Pacific. .... En Bree Meee oer ee Faces 
st.L..1.M.&8. 1,01 5 1,131,544 D 114,249 10.1 
Tex. & Pacific.. 566,428 546,945 L 19,483 3.6 
Northern Pacific. 508,800 195,311 I. 313,489 160.8 
Ohio Central : 142,461 81,927 I. 60,534 73.8 
St. P., Minn. & M. 813,818 413,768 I 400,050 96.7 
Wab., St.L.& P. 2,364,733 1,630,539 I 734,194 45.0 


Month of January: 
New Lon. Nor. .. $36,261 
Nor. & Western. . 168,572 
Net earnings... 68,042 
Richmond & Dan. 289,628 
Month of February: 
B.,C v N 






"$39,798 


. C.K. & No.... $225,631 $124,510 I $101,021 80.8 
Chi. & East. Ml. .. 124,624 117,119 I 7.505 6.4 
Chi., Mil. & St. P.. 1,377,000 684,771 I 692,229 101.0 
Chi. & Northwest. 1,471,945 963,205 I 508,740 52.8 
C., St. P., M. &O.. 315,037 158,594 I 156,441 98.4 
Denver & R.G.... 412,987 317,682 I 95,305 30.0 
Det., Lan. & No... 115,436 75,217 I 40,219 53.6 
Hann. & St. Jo.... 154,702 122,857 I 31.845 25.9 
Louisv. & Nash... 960,036 805,124 1 154,912 19.2 
Long Island.. 111,780 100,005 I. 11,765 11.8 
Mil., L. Sh. & W.. 65,953 30,331 “I. 35,622 117.5 


Mo. Pacific lines: 


Cen. Branch.... a EE eee 
Int. & Gt. No.... 186,688 209,814 D 23,126 11.0 
Mo., Kan. & Tex. MEE sc iccme 306 000%. Sdobposw. “bedees 
Mo. Pacific...... GE. acadcceeds. a¢cte) ensecene tence 
St. L.. I. M. & So 300,925 960,586 D. 9,66 10.6 
Texas & Pacific. 255,643 265,769 D. 10,126 3.8 
Northern Pacific... 269,000 78,803 I. 190,197 «241.4 
Ohio Central...... 51,607 39,619 I. 11,988 30.3 
St. P., Minn. & M. 418,358 159,482 I. 258,876 162.3 
Wab., St.L, & P.. 1,134,768 818,922 I. 315,846 38.5 
Third week: in February: 
Chi. & Gd. Trunk.. $35,170 $24,946 I. $10,224 40.9 
N. Y.& N. Eng... 65,617 49,038 I. 16,579 34.0 
Week ending Feb. 11: 
Grand Trunk...... £39,687 £39,602 I. £85 0.2 


Month of December : 
1881. 1880. 
St. John & Maine. $12,409 


a. $2,509 25.3 
Net earnings... 570 1.4 


$9, 2 
1,984 D. 1414 7 
Special Passenger Rates. 

The trunk lines have notified their Western connections of 
the adoption of the following agreement: 1. Military tickets 
may be sold at 20 per cent. below the limited tariff rates. 
Each lot shall be included in one ticket. 2. Theatrical 
tickets may be sold at 20 per cent, below limited tariff rates. 
They shall-be sold only to known. professionals, and, if a 
ticket thus sold to a dramatic or theatrical agent is found in 
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the hands of a scalper, the four trunk lines shall from such 
time refuse to sell any more tickets at reduced rates tu such 
agent. 3. Commissions or rebates, westbound, shall be paid 
only as salary to authorized ticket agents, and none shall be 
paid in New York City. 4. No passes shall be issued on 
account of military or theatrical business, nor shall any 
— be used to influence competitive business or to reduce 
rates, 
Coal Movement. 

Anthracite tonnages for the two months ending Feb. 25 
are reported as follows, the tonnage in each case being only 
that originating on the line to which it is credited : 

1882. 1881. Inc. or Dec. P. ec. 

Phila. & Reading......... 725,060 805,494 D. 80434 9.9 
Northern Central, Shamo- 
kin Div. and Summit Br. 


Del. & Hudson Canal Co.. 418,473 511,421 
Pennsylvania Coal Co ... 122.601 156,646 
State Line & Sullivan .... 7,449 9,460 


SSR TS ahs 167,145 = 153,633 1. 13,512 8.8 
Sunbury, Hazleton & 
Wilkesbarre............ 1,223 676 L. 547 839 
Central of N. J., Lehigh 
| RRS > 547,741 491,901 I. 55,840 11.3 
Lehigh Valley............ 654,885 761.036 D. 106,151 13.9 
Pennsylvania & N. Y..... 24,120 5,783 I. 18,332 315.0 
Del., Lacka. & Western .. 529,460 601,435 = 71,975 11.9 
D 
D 


“2011 21.2 
Total anthracite.... ...3,198,157 3,497,490 D. 299.333 8.6 


The tonnage of anthracite for the corresvonding period 
for six years has been: 








on OE 3,198,157 | 1879.... 2.2.2... .2- 20. 2,956,412 
BOG oo o:ccccccccccciccce ND | SNEED o0s0ccese. ceccsers 2,026,446 
ee oy ++ ZO2L,O37 | 1877.........c00c0  » 2,249,210 


The anthracite market is extremely dull and prices are re- 
ported much below the companies’ lists. A partial stoppage 
of production in March is almost certain. On the other hand 
the miners in the Schuylkill and Wyoming regions are re- 
ported to be combining to secure more regular wages. 

Actual tonnage passing over the Pennsylvania & New 
York road for the three months of its fiscal year from Dec. 
1 to Feb. 25 was: 


1882. 1881. Inc. or Dec. P. c. 

Anthracite.........c.00+. 237,054 172,771 I. 64,283 37.4 
Bituminous.............. 99,469 114.196 D. 14,727 129 
a iesen\« sncemaaee 336,523 286,967 I. 49,556 17.3 


Semi-bituminous tonnages reported for the two months 
ending Feb. 25 are as follows: 


1882. 1881. Inc. or Dec. P.c 
Cumberland.................. 313,838 197,535 I. 116,30% 58.7 
Huntingdon & Broad Top... 36,878 37,153 D. 275 «60.7 
East Broad Top.............. 17,522 10,940 1. 6582 60.4 
Tyrone & Clearfield......... 366,597 275,549 I. 91,048 33.0 
Bellefonte & Snow shoe...... 24,148 8,243 I. 15,905 169.3 





Total semi-bituminous..... 758,983 529,420 I. 229,563 43.4 
Semi bituminous coals show a very remarkable increase, 
which is especially notable in Cumberland. 
Shipments of Cumberland coal away from the region for 
the two months were: 
1882. 1881. Increase. P.c. 
By Balt. & Ohio R. R.... .. 256,408 172,982 83,426 48.2 
By Bedford Div., Pa., R. R. 55,869 24,642 31,227 126.9 





eS te 312,277 197,624 114,653 57.9 
Of the shipments this year from the mines 30,804 tons 
assed over the new George’s Creek & Cumberland road. 
he Chesapeake & Ohio Canal is not vet open for busi- 

ness, 

Actual tonnage passing over the Huntingdon & Broad 

Top road for the two months was as follows : 








1882. 18"1. Ine. or Dec. iP... 

Broad Top cual .......... 36,878 37,153 Dz. 275 0.7 
Cumberland coal........ 61,360 29,568 I. 31,792 107.4 
Re 98,238 86,721 LL 31,517 47.0 


The Broad Top coal is mined on the line ; the Cumberland 
carried through for the Pennsylvania Railroad. 





Bituminous tonnages reported for the two months are: 
1882. 1881. Inc.or Dec. P.c. 

Barclay R.R.& CoalCo. . 63,520 76,899 D. 13.479 17.4 
Allegheny Region, Pa. R. R. 74,633 42,551 I. 32,082 74.7 
Penn and Westmoreland ..205.361 143,017 L. 62,344 43.7 
West Penna. R. R...... .. 52,955 56,995 D. 4,040 | 
Southwest Pa. R. R........ 4,591 7,746 D. 3.155 41.0 
Pittsburgh Region, Pa. R.R.106,476 101,437 I. 5,039 4.9 
Total bituminous......... 507,536 428,645 I. 78,891 184 


Bituminous shipments show some variations, but a general 
improvement over January. Itis to be regretted that no 
reports are received from the extensive districts in Northern 
and Northwestern Pennsylvania. 

, Coke tonnages reported for the twe months are as fol- 
Ows: 
1882. 1881. Inc. or Dec. P. c. 








Bellefonte & Snow Shoe...... 4,778 1,395 I. 3,383 241.6 
Allegheny Region, Pa. R. R... 17,198 15,902 I 1,296 8.1 
Penn and Westmoreland...... 45,810 27,431 I. 18,379 68.0 
West Penna. _ Sr rr 24,321 14,318 I. 10,003 71.3 
Southwest Pa. R. R........ .. 286,846 238,878 I. 47,968 20.1 
Pittsburgh Region, Pa. R. R.. 98,606 62,909 I. 35,697 56.7 

WO so .o0s 6 caanasasnnd 477,559 369,833 1,116,726 32.3 


Coke shipments continue to show a large increase. No 
reports are made of the river shipments from the Pittsburgh 
Region. 

The coal tonnage of the Pennsylvania Railroad (main line 
— branches in Pennsylvania) for the two months was as 

ollows: 





1882. 1881. Increase. P.c. 

ee ae 221,065 206,908 14,157 6.8 
Semi-bituminous........... - 491,819 347,818 144,001 41.4 
CE eee 443,916 351,739 92,177 26.2 
GE phen chtseccutnseebages 477,559 365,848 111,711 30.5 
cin dee aedlinbes vie - 1,634,359 1,272,313 362,046 28.4 


The total tonnage in January of this year was 710,471 
tons; in February, 923,888 tons. 

The Philadelphia North American says: ‘‘The Pennsyl- 
vania will create a car trust to build for the bituminous 
trade, and the cars will be leased to such operators as need 
them at $30 per year for each car, Yager that the total 
leases are not less than 500 cars. These charges will pay 
the interest on the cost of the cars. There are now 5,000 
cars in the region, and the new plan contemplates about 
3,000 additional cars.” 


Ticket Commissions. 

The Wabash, St. Louis & Pacific Company has given 
notice that it withdraws from the agreement to pay nocom- 
ne to agents of other roads on sales of tickets over its 
ine. 

Western Trunk Lines Association. 

Ata meeting of the Western Trunk Lines Association in 
Chicago, March 2, it was decided, in view of the settlement 
of the emigrant business between the Eastern and Western 
lines, to stop all discrimination between steamship lines in 
the matter of passes. The Executive Committee was in-| 
structed to prepare a plan for handling prepaid emigrant 


orders on business from Europe. The next meeting of the 
association will be held in New York about March 23, at 
which time the annual meeting of the National Association 
of General Ticket and Passenger Agents will be held in that 
city. 
Petroleum. 

Exports in January and February for five successive years 
have been, in gallons: 


1882. 1881. 1880. 1879. 1878. 
53,768,828 46,746,156 63,683,917 36,089,898 16,174,536 

The exports this year are 15 per cent. more than last year, 
but 1414 per cent. less than in 1880, 

The percentage of total exports from the principal ports 
has been: 
New York. Philadelphia. Baltimore. Boston. 

79.2 15.5 3.9 14 


Sree 70. J 

Bs 2s cocvcece 88.3 8.8 0.2 2.6 
Ee 80.3 13.7 5.0 1.0 
BPP ciivns wince 70.6 19.7 8.3 1.0 


In 1879 0.4 per cent. of the exports were from Rich- 
mond, 

Last year Baltimore lost nearly the whole of its export 
trade in petroleum; this year it has recovered it. 

A Long Branch Pool. 

The Pennsylvania, the New Jersey Southern and the Cen- 
tral of New Jersey companies have formed a pooling agree- 
ment, to continue for five years from April 1 next, includ- 
— freight, passenger and express business originating 
at New York, Brooklyn, Jersey City, Newark and Eliza- 
beth, destined for points on the New York & Long Branch 
road; also similar traffic originating at points on the New 
York & Long Branch road, and destined for the cities above- 
named. 

From Sav Francisco to New Orleans. 

The first car load of freight sent from San Francisco 
through to New Orleans reached the latter city Feb. 28, 
coming over the Southern Pacific. the Texas & Pacific, the 
International & Great Northern, the Texas & New Orleans 
and Morgan’s Louisiana & Texas. The car was loaded with 
wine, consigned by Arpad Haraszthy & Co., of San Fran- 
cisco, to F. Hollander, of New Orleans. 


Chicago and Milwaukee Receipts. 


For the first week of March receipts have been, for four 
successive years: 


Chicago: 1879. 1880. 1881. 1882. 
Grain, bush......1.228,182 L,74L.929 731,202 747.667 
Flour, bbls. ..... 81,473 44,165 66,141 113,003 
Hogs, No......... 99,633 133,963 62,505 90,119 

Milwaukee; 

Grain, bush...... 311,520 239,420 60,110 249,492 
Flour, bbls....... 53,514 32,071 13,100 44,518 
Hogs, No......... 4,718 8,070 372 7,481 


The receipts last year were cut off by snow. Compared 
with the earlier years the grain receipts this year are very 
much smaller, but the flour receipts are larger. Reducing 
flour to grain, the receipts of the two places have been in 
each of the past five weeks: 


Week to— 1879. 1880. 1881. 1882. 
on oe Se "2,260,594 1,542,260 2,294,795 3,237,441 
*  04.....3+020-5 See 2.164.330 1,939,901 2,670,266 








21... .. 2,076.013 1,809,716 1,284.932 2,2 55 
oe .-. 1,993,205 = 2,051,185 —-2,330.899 1,574,295 
March 7......... 2,147,143 = 2,324,411 1,147,896 1,706,003 


The receipts last week were somewhat greater than the 
week before, but were very much less than in earlier weeks, 
and smaller than in years previous to last year. 


Trunk Lines Advisory Commission. 


The Trunk Lines Advisory Commission met in New York, 
March 6, to hear arguments on the question of differential 
rates to the seaboard ports. An elaborate argumeht against 
differences in rates was made by Mr. A. E. Orr, Chairman 
of the Produce Exchange Committee. 

On the following day Mr. Franklin R. Edson, also of the 
Produce Exchange, continued the argumert, his chief point 
being that the shorter distances to Baltimore and Philadel- 
phia were more than counterbalanced by the heavy grades 
and other disadvantages of the lines to those ports, so that 
aA had no claim to any advantage in rates over New 

ork. 

Another argument was presented by F. B. Thurber for 
the Board of Trade and Transportation, 

The representatives of the Chamber of Commerce are 
still to be heard. 

Next week the Commission wlll meet in Philadelphia, 
where the other side of th> case will doubtless be pre- 
sented. 

Iowa Trunk Line Association Rates. 


Mr. George H. Daniels, Commissioner of tthe lowa Trunk 
Line Association, has just issued a new west-bound freight 
tariff. The rates from Toledo, Detroit, Chicago and Mil- 
waukee to Council Bluffs remain the same as heretofore, 
but there is a considerable change in the rates from East St. 
Louis and St. Louis to Council Bluffs. The new rates from 
East St. Louis will be as follows: First-class, 70 cents: sec- 
ond, 55; third, 40; fourth, 30; special, 23; class A, 2714; 
class B, 2214; class C, 1714; coal, 1744: lumber, 17. The 
old rates from East St. Louis were: First class, 76 cents: sec- 
ond, 64; third, 41; fourth, 26; special, 21; cluss A, 30; 
class B, 25; class C, 15; coal, 15; lumber, 17. 

The new rates from St. Louis to Council Bluffs will be: 
First class, 65 cents: second, 50; third, 35; fourth, 25; 
special, 20; class A, 25; class B, 20; class C, 15; coal, 15; 
lumber, 17. 

The old rates from St. Louis were: First class, 71 cents; 
second, 59; third, 36; fourth, 21; special, 18; class A, 30; 
class B, 25; class C, 15; coal, 15; lumber, 13}<¢. 


Cleveland Passenger Agreement. 


- By an agreement which took effect March 1, and covers 
all passenger business from Cleveland, O., east, the New 
York, Pennsylvania & Ohio withdraws allits tickets from 
the hands of scalpers and sells them only through its regu- 
lar agents. In return for this the agents of other Eastern 
lines agree to allow the New York, Pennsylvania & Ohio to 
make a differential rate of $1.50 to New York. That com- 
pany agrees not only to withdraw its tickets from outside 
ne a but it also agrees to maintain the rate as estab- 
ished. 


Southwestern Railway Association Rates. 

A dispatch from Chicago, March 8, says: ‘* Commissioner 
Midgley to-day issued a joint freight tariff on business of 
the Southwestern railroads east bound, to take effect March 
13, from Missouri River points. These rates are to points 
to the Mississippi River, and are as follows: On first-class 
freight, 60 cents; second class, 45; third class, 30; fourth 
class, 20; fifth class, 19; sixth class, 20; seventh class, 20: 
eighth class, 15, and ninth class, 20. On wheat, 17 cents, 
and other cereals, 1244. From the same points to Chicago 
and Milwaukee: On first class, 75 cents; second, 60; third, 
45; fourth, fifth and sixth, 27; seventh, 25; vighth, 19: 
ninth, 251g; tenth, 25; wheat, 21, and other grains, 164. 
From the same ports.to Toledo and Detroit the rates range 





from 9914 cents down to 2214, and the rate on wheat, 27.” 


‘ 
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Passing on a Trestle. 


On Friday, as the train from Brunswick was nearing 
Millwood, the engineer blew for brakes, which were put on 
promptly, and necks were craned out of the windows and 
eyes directed to the front to see what was the matter, when 
to the astonishment of alla man was seen standing in the 
middle of a trestle, 200 yards long and 30 high, apparently 
unable to move. Everybody expected to see him crushel 
to utoms, as the train was on down grade, which rendered 
the brakes incapable of checking the momentum 
of the engines, and the space between it and the man 
was rapidly growing less. The man seemed to take in the 
situation ata glance. He could not go to the end of the 
trestle before the train would be on him, and if he jumped 
off he would probably break his neck. He laid his plans 
quick, and acted atonce. He laid his bundle down on the 
cross-ties and let him-elf down between the ties, holding on 
by bis hands. As his head disappeared between the ties, the 
engineer blew off brakes and ran squarely over him. As 
soon as the monster had drawn its length over, the man 
raised himself up and crawled out on the track, resuming 
his journey as though nothing had happened.—Albany (Ga.) 
News and Advertiser. 


Colors of English Express Locomotives. 


A correspondent of the English Mechanic gives the fol- 
lowing description of the colors used in painting engines on 
different railroads in Great Britain. It should be kept in 
mind that Russia iron is used very little, if at all, for cover- 
ing boilers of English locomotives, and that the sheet-iron 
covering is in nearly all cases painted : 

The Northeastern engines are of light green, with broad 
lines of darker green picked out with black and white; the 
frames are of a light red color. The number-plates are, as 
a rule, red, but I have noticed lately that some of them are 
painted black. London & Northwestern and Caledonia 
goods and mineral-engines are black, picked out with red 
and white. The London & Northwestern passenger-engines 
are same, only the black used is (I think) of a finer descrip- 
tion, and rather more inclining to brownish tint; 
the number-plates are red, and name-plates polished 
black. The plaiuness of Mr. Webb's engines is 
somewhat relieved by the coat of arms _ of 
the company being painted on the splasher. Tne Mid- 
land and Great Northern are of light color; the 
frames of the latter are colored not unlike those of the 
North Eastern engines, but darker; both the Midland and 
Great Northern engines are picked out with white and red: 
Great Eastern, black, with broad red lines; London, Brigh- 
ton & South Coast, vellow, with black and crimson lines; 
Highland, much the same, some black picked out with white ; 
North British, olive green, broad lines of black. edged with 
red, name gilt, number-plate polished brass. This color is 
now dying cut among the North British nger-train, 
and will soon be seen on the goods only. Now the color is 
light yellowish green (or greenish yellow), and frames and 
lines ruby color, Great Western, green, yellow lines, frames 
dark brown; London, Chatham & Dover, olive green, dark 
green borders. picked out with red; Soutbeastern, dark 
green, with broad lines of darker green and white lines; 
London & Southwestern, dark blueish green, broad black 
lines, white edges. These of Lancashire & Yorkshire en- 
gines, which 1 have seen, were like the Great Southern & 
Western, or black, like London & Northwestern locos. ; 
Manchester, Sheffield & Lincolnshire engines, green; Lon- 
don & Southwestern, brown; Furness, iron ore color; Mary- 
port & Mery dark green; Caledonian passenger, blue. 
broad black lines, picked out with white. Single engines of 
this railway have lion of Scotland in gilt and red ou splasher 
of driving-wheel, coupled engines on splasher of trailing- 
wheel. Of course, this only applies to such classes as run 
main-line traffic. 

A New Use for the Locomotive. 

The London Times states that a singular adaptation of 
the locomotive has just been made in Russia. Inform- 
ation having been given to the authorities at Alex- 
androvo, on the Polish frontier, that the locomotive 
of the express leaving that station for Warsaw had 
been ingeniously converted into a receptacle for smug- 
gled goods, it was carefully examined during its sojourn at 
the station. Though nothing was found ye it was 
deemed advisable that a custom-house official sh d accom- 
pany the train to its destination, where the engime furnace 
and boiler were emptied and deliberately taken to pieces. 
In the interior was discovered a secret compartment contain- 
ing 123 Ibs. of foreign cigars and several parcels of valuable 
silk. Several arrests were made, including that of the driver. 
but his astonishment at finding the engine to h he had 
so long been accustomed conver’ ed into a harde ‘ender 
against the laws was so genuine that he was é and 
allowed to return to his duties. 


Attempt at Train Wrecking. 


A dispatch from Decatur, Ill., March 7, says: ** Last night a 
heavy hand-car was found fastened with a chain and spiked 
to the track upon a frog on the Illinois Midland Railroad 
near this city. It was placed there by a party of unknown 
men, who used powder to blow open the lock of a small 
house to get out the car. Their intention evidently was to 
wreck and plunder a passenger train, but the obstruction 
was discovered by a section foreman, who, with the assist- 
ance of his men, removed it.” 

Agents and Officers Bonds. 

Over forty railroads in the United States have poragees 
the Fidelity & Casualty Co. of New York as bond for their 
officers and agents from whom they require security. Some 
of them require their entire staff to give that company’s 
bonds. The New York Legislature has recently passed an 
act authorizing the acceptance of such corporation’s bonds 
for ‘‘fidelity of persons holding positions of public and pri- 
vate trust.” * 


OLD AND NEW ROADS. 


Alliance, Niles & Asbtabula.—Work has beep pro- 
gressing on this road for some time and the papery now 
nearly finished and track laid for nine miles out of Alliance. 
The line is from Alliance, O., northeast to Niles, a distance 
of 25 miles. The road is controlled by the Peunsylvania 
Company. 


Atlantic & Pacitic.—Track is now laid to Williams, 
Arizona, 69 miles westward from the late terminus at 
Cafion Diablo, 369 miles from the junction with the Atchi- 
son, Topeka & Santa Fe at Isleta, N. M., and 379 miles from 
Alburquerque. Cafion Diablo continues to be the operating 
terminus for the present. 


Baltimore & Ohio.—For 16 years past, since 1866, the 
23 miles of the Central Ohio road between Newark, O., and 
Columbus have been used in common by this company and 
the Pittsburgh, Cincinnati & St. Louis. For some time past 
a disagreement has existed, and last week the officers of the 
Pittsburgh, Cincinnati & St. Louis attempted to assume con- 
trol, which has heretofore been vested-in the officers of the 
other companies. The Baltimore & Onio promptly applied 
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to the Court of Common Pleas at Columbus and secured a 
temporary injunction, leaving it in full control for the 
present. Proposals have been made for a settlement, and 
the result will probably be the building of a second parallel 
track on the present right of way, giving each company its 
own track. 

It is announced that this company will certainly build the 
proposed new line between Baltimore and Philadelphia, 
about which there has been so much talk. 


Bangor & Piscataquis.—Thbe City Council of Bangor, 
Me., has voted to submit to a popular el2ction the question 
whether the city shall waive priority of its mortgage on 
this road (now amounting to $925,000) and permit the com- 
pany to execute a new first mortgage for $300,000. The 

lan is to use $40,000 of the new bonds to buy up the 
200,000 second-mortgage bonds, the holders of which have 
consented to sellat that price, and to sell the remaining 
$260,000 new bonds to secure money to extend the road 
—_ its present terminus at Blanchard, Me., to Moosehead 
ake. 


Boston, Lowell & Concord.—The New Hampsbire 
Supreme Court on March 7 declined to hear further argu- 
ments in the suit against the Boston & Lowell and the Con- 
cord companies, and gave its decision to the effect that the 
contract of Aug. 19 last between the companies was, in 
effect a copartnership, and, as such, contrary to law, and 
without authority. The Court thereupon ordered an in- 
junction tu issue, restraining the companies and their officers 
from working the roads under the contract, or from carry- 
ing out its provisions. 


Buffalo, New York & Philadelphia.—This company 
has ma‘lea lease of the Genesee Valley road, now under 
construction from Rochester, N. Y., to Olean on the line of 
the old Genesee Valley: Canal; the Olean, Bradford & War- 
ren road from Olean, N. Y., to Bradford, Pa.; the Kendall 
& Eldred and the Bradford, Bordell & Kinzua roads, which 
run through the oil region about Bradford; the McKean & 
Buffalo from abee, Pa., into the McKean County coal 
field, and the property of the Buffalo Coal Company, an ex- 
tensive tract in McKean and Elk couuties. The ownership 
of all these properties has been for some time in the syndi- 
cate which controls the Buffalo, New York & Philadelphia, 
and the new agreement simply places all the property ofthe 
syndicate under one executive management. The properties 
are allin good oudition, and the lines in the Bradford oil 
region have been extremely profitable so far. 


Canadian Pacific.—The bid of Langdon, Shepard & 
Co., of St. Paul, Minn., for the grading of nearly 500 miles 
of this road, from Brandon, Manitoba, to the Rocky Moun- 
tains, has been accepted. 


Central, of Georgia.—The Savannah News of Feb. 28 
says: ‘* A very important bill for an injunction (being an 
amendment to the bill filed by Messrs. W. W. Gordon ef al, 
against the Central Railroad & Banking Company on the 
7th icstant, upon which a temporary restraining order was 
granted by Judge Tompkins in the matter of the proposed 
issuance of interest certificates on the earnings of the Ocean 
Steamnship Company) was yesterday filed in the office of the 
Clerk of the Superior Court. 

“Gen. E, E. Alexander, in his letter published in the 
Morning News of Thursday, says: 

*** That instrumeni (the certificate of interest) has already 
been executed and turned over to the Central Railroad. [ 
— think that any legal proceedings can compel the 
Central Railroad Company to destroy it.’ 

“This amended bili denies that any such instrument or 
certificate has been received by the Central Railroad Com- 
pany, and proceeds to show the powers of the company in 
regard to the certificate if it has really come into their pos- 
session. The iollowing are tie essential points of the bill : 

‘* First—The Central Railroad & Banking Company are 
only permitted to issue $7,500,000 of stock, all of which has 
been issued, and the law cannot be evaded by division of 
property in kind instead of issuing stock certificates. 

**Second—The Central Railroad & Banking Company 
cannot issue either directly or indirectly any more certifi- 
cates of indebtedness. because, by its charter, it is not 
allowed to owe at any time, by bill, bond, note, contract or 
otherwise, over $4,509,000, and that amount of indebted- 
ness exists already. 

‘** Third—Because by its charter the President and board 
of directors are only authorized to declare dividends which 
shall in no case exceed the amount of the net profits actu- 
ally acquired by the corporation, so that the capital stock 
shall not be impaired. 

* The bill further states that the capital stock of the 
Ocean Steamship Compeny is the sole and separate proverty 
of the Central Railroad & Banking Company, and the 
stockholders of the Southwestern Railroad have no interest 
in said interest certificate.” 


Charleston & Savaunah.—At the recent annual meet- 
ing the report submitted shows a considerable increase in 
the gross receipts, but the operating expenses and repairs 
and construction account absorbed all of the revenue of the 
road, leaving a deficit of $75,000. A part of this deficit is 
due to the Sooty losses sustained by the company by the 
collisions in the month ‘of January last. 


Chicago, Burlington & Quincy.—On the Denver Ex- 
tension of this company’s Burlington & Missouri River line 
track is now laid to a point 80 miles west of the line between 
Colorado and Nebraska, and about 50 miles west of Culbert- 
son, leaving about 85 miles to reach Denver. On the 
western end grading is progressing, and track has been laid 
from the Denver terminus eastward 3'¢ miles. Grading on 
the gap is progressing well and the tracklayers are also busy. 
The company hopes to run through to Denver by June next 


Chicago, St. Louis & New Orleans.—At the annual 
meeting io New Orleans last week, the stockholders voted to 
authorize the board to lease the road to the Illinois Central 
pe iglad on the basis of a guarantee of 4 per cent. on the 
stock. 


Cincinnati Northern.—This_ company is now runving 
through train from Cincinnati to Dayton in connection wicn 
the Dayton Division of the Toledo, Deiphos & Burlington. 
Its trains also make cornectiou to Toledo and all other 
points on that road. 


Eastern Maine.—The bondholders of the old Bucksport 
& Bangor rccnaggeme | have organized the Eastern Maine Rail- 
road Company, and taken possession of the road, which 
extends from Bangor, Me., to Bucksport, 18 miles. The 
question of extending the line from Bucksport to Ellswortb, 
about 20 miles, is under consideration. 


East Line & Red River.—-This company has filed | 


articles for a branch from Greenville, Tex., to Dallas. 


Ft. Worth & Denver City.—The final location of this 
road his been completed from Ft. Worth, Tex., northwest 
to the crossing of the Big Wichita, a distance of 113 miles. 
Grading has been completed for 50 miles from Ft. Worth, 
track laid for six miles aud work is advancing steadily. 


Genesee Valley.—This unfinished road has been leased 


The transfer is likely to be attended by some litigation, as 
there are pending suits brought by George E. Fisher to} 
enjoin the directors of this company from carrying out | 
existing contracts and from mortgaging the road, on the 
alleged grounds that the contract is for an exorbitant price, 
that the route of the road has been changed from that 
specified in the charter, and that the stock issued has not 
been paid up as required by law. 


Green Bay, Winona & St. Paul.—The Stevens Point 
Branch has been completed and opened for business. It is 
six mile long, extending from the main line at Plover, Wis., 
north to Stevens Point. 


lessee assuming all contracts for the completion of the road. | 


Hannibal & St. Joseph.—Notice is hereby given that 
25 land-grant bonds were drawn on March 4 for redemption 
by the sinking fund in accordance with the terms of the 
mortgage. They will be paid on presentation to the Farmers’ 
Loan & Trust Company in New York. The numbers 
drawn are: 29, 121, 137, 224, 229, 254, 319, 360, 363, 394, 
488, 483. 504, 540, 548, 645, 662, 651, 744, 771, 807, 823, 
837, 838 and 841. Interest will cease 60 days from date of 
drawing. 


Lake Erie & Western.—A report comes from the 
West that negotiations are pending for a lease of this roud 
to the Wabash, St. Louis & Pacific, with whose lines it com- 
petes to some extent. The report has not been confirmed. 


London, South Park & Leadville.—This company 
has filed articles of incorporation to build a railroad from 
Leadviile, Col., to London. The corporators are John F, 
Herrick, Fairplay, Col.; John F. Moulton, Buffalo, N. Y.; 
George R. Blanchard, Hugh J. Jewett, Herbert R. Smith, 
New York. 

Louisville & Nashville.—The city officers of Louisville 
have sold 10,000 shares of the city stock at 80 to Mr. E. H. 
Green, who is a director and large stockholder of the com- 
pany. The city still retains 9,132 shares, which will not be 
sold for the present, if at all. 

It is said that the company has placed $10,000,000 new 
debenture bonds, to be secured by the deposit with the 
United States ‘trust Company, of New York, of about 
$28,000,000 of stocks and bonds now owned by the 
company. 


Maine Shore Line.—The corporators of this company 
have completed their organization and fixed the capital 
stock at $1,600,000. Negotiations for the building of the 
road are in progress. The proposed line is from Calais, Me., 
westward through the shore towns to Ellsworth or Bucks- 
port, as may be needed to complete a connection to Bungor. 


Marietta & Cincinnati.—The plan of reorganization, a 
summary of which has been already published, has been 
submitted to bondholders for signature. It is also announced 
that bonds can be deposited with the Farmers’ Loan & Trust 
Company in New York, certiticates of the Reorganization 
Comunittee being issued in exchange. 


Memphis & Charleston.—It will be remembered that 
sometime ago parties hostile to the East Tennessee, Virginia 
& Georgia Company secured a large part of the stock of this 
company, and at the annual meeting passed resolutions di- 
recting the board to take legal measures to set aside the 
lease of the road. The board has done nothing in that direc- 
tion since, and it is now understood that a new arrangement 
has been made, which ends all opposition to the lease. The 
settlement is virtually a purchase by the East Tennessee 
Company of all the stock of the Memphis & Charleston 
Company, now amounting to $5,312,725, in exchange for 
which it is to issue new securities, the amount of which hus 
not been definitely announced, although it is reported that 
the new issues will include $7,000,000 common stock, $4,- 
387,000 preferred stock, and $4,387,000 income bonds. It 
is stated that the agreement has been signed and will be 
carried out at once. 


Memphis, Selma & Brunswick.—The grading of the 
extension of this road from Greensboro, Ala., to Akron, the 
Alabama Great Southern crossing, is nearly finished. Track 
has been laid from Greensboro northwest 3+, miles, and the 
rails are going down steadily. 


Morgan's Louisiana & Texas.—An agreement has 
been made between this company and the Houston & Texas 
Central on the one hand and the Southern Pacific on the 
otier for the exchange of business between New Orleans 
and points in California; traffic to be carried over the 
Morgan roads by way of Houston. 


Nashville, Chattanooga & St. Louis.—The track of 
the Duck River Branch is now completed to Fayetteville, 
Tenn., 13 miles south by east from the late terminus at 
Petersburg, and 48 miles from the junction with the Nash- 
ville & Decatur at Columbia. At Fayetteville it connects 
with the Fayetteville Branch of this road. 


New York & New England.—tThe following order 
has been issued by General Manager Felton : 

“* The attention of officers and employés is called to the 
largely increased use of the telegraph by the different de- 
partments, creating a volume of business that already 
crowds our facilities beyond their capacity for prompt and 
satisfactory service. I wish to impress upon all using the 
telegraph the necessity of studying brevity and avoiding 
unnecessary repetitions, in order to relieve the telegraph of 
all business except such as is «f the most important and 
urgent nature. Communications that can possibly answer 
their purpose by train or mail must never be sent by wire. 
Officers and employés should endeavor to so frame and 
address their telegrams that they may convey their mean- 
ing without being repeated. Heads of departmeuts are re- 
quested to see that this order is strictly enforced.” 


New York, Providence & Boston.—It is said that 
an entirely satisfactory adjustment of the Thames bridge 
matter has been arranged between the railroad interests 
concerned and the respondents. The compromise is that the 
Legislature shall grant authority to this company to con 
struct a bridge across the Thames River ; but the location of 
the bridge and its character shall depend wholly upon the 
approval of a commission to be appointed by the War 
and Navy departments at Washington. To this proposed 
act and its proviso the counsel for New London and other 
interests in that section will make no opposition, and, in this 
view of the case, the Legislature will of course grant the 
legislation askea for. 


Norfolk & Western.—This company makes the follow- 
ing statement for January and the four months of the fiscal 
year from Oct. 1 to Jan. 31: 


January. Four months. 

Gross earnings. ..........-.cceses $168,572.34 $849,795.91 
MOU vans ccc ctacaccinsanesos 100,529.87 411,037.03 
Net earnings..............- $68,042.47 $438,758.88 


For the four months there was an increase of $58,176.80, 
or 7.3 per cent., in gross earnings; of $18,951.48, or 4.8 per 
cent,, in expenses, and of $39,225.22, or 9.8 per cent., in net 
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(reduced June 1 and Aug. 1, 1881, respectively, in order to 
further the local interests of the road) being about 25 per 
cent, lower than in the preceding year, the increase in gross 
earnings for the four months is equivalent to an increase of 
43 per cent. in the volume of business over that of the same 
four months of the previous fiscal year. 

The company on Feb. 28 made the final payment of 
$400,000, the balance of $500,000 paid for the interest of 
the state of Virginia in the old Atlantic, Mississippi & Ohio 
road. This completes the formalities to be observed before the 
title was perfected, and the purchasers have received a full 
release and assignment of all claims of every nature which 
the state held against the old organization. There remains 
for distribution in the hands of the United States Court 
several hundred thousand dollars, a large portion of which 
will revert to the Norfolk & Western Railroad Company, 
which represents the great majority of the claims against 
this funda. 


Northern Pacific.—At the Mullan tunnel in the Rocky 
Mountains the heading is now in about 350 ft. and work is 
progressing well. From the tunnel west to Lake Pend 
d@’Oreille a considerabie force is employed in grading and 
getting out ties and trestle timber. East of the tunnel the 
80 miles between Deer Lodge and Missoula are under con- 
tract and more than half graded. 

On the eastern end track is laid to the Little Rosebud, 26 
miles west of Ft. Keogh, Montana. Much of the grading is 
completed from the end of :he track westward for 50 miles, 
and work is progressing rapidly. 


Ohio.—On March 7 the Supreme Court of Ohio gave its 
decision in the quo warranto suit, holding that the consoli- 
dation of the Cleveland, Columbus, Cincinnati & Indian- 
apolis and the Cincionati, Hamilton & Dayton companies, 
by which the Ohio Railway Company was formed, is illegal, 
the proceedings being fatally defective in form; the rcads 
themselves being parallel and competing lines within the 
meaning of the Ohio law, which forbids the consolidation of 
such lines, and being connected also by a road which is leased 
only and not owned. 

This decision is final and disposes of the Obio Railway 
Company, which has no longer any legal existence and is 
dissolved. The roads, of course, revert to the original com- 
panies. The consolidation has never been entirely corapleted, 
the litigation having been begun immediately on the organi- 
zation of the new company. The same officers, however, 
have been in control of both roads for some time, and som 
confusion may result from the necessary changes. , 


Ohio Central.—Notice is given that the stock of the 
consolidated company will be ready for delivery March 16, 
on the basis of 125 shares for each 100 shares of old stock. 


Ontonagon & Brule River.—The question of this 
company’s claim to a land grant is now under consideration 
by a committee of the United States Senate. Opponents of 
the grant claim that by its terms it lapsed over 10 years 
ago; that the lands have been so treated for years; that 
many persons bave settled upon them and received patents 
from the United States. The question involves about 340,- 
000 acres of land. 


Philadelphia & Reading.—The Pennsylvania Su- 
preme Court, on March 6, held that the deferred income 
bonds are a legal and valid issue. The opinion was written 
by Justice Paxson. He took the ground that the objection 
raised to the bonds upon account of their being usurious was 
untenable, because interest payable only upon a certain con- 
tingency on a contract to pay more than 6 per cent. is not 
usurious if, under certain conditions, no interest is payable 
at all. The objection that they are a substitute for stock 
he contends does not hold good, because he does not 


view the bonds as having any of the privileges 
possessed by stockholders. The company, he_ thinks, 
has a right to borrew in this particular way. 


The opinion closes with allusions to the welfare of the 
compary being inseparable from the prosperity of the 
state, and intimates that the Court should not seek too far 
to find technical objections to their issue, when the Presi- 
dent, the directors and a large number of the stockholders 
bave deemed their issue of benefit to the corporation. The 
McCalmonts, it says, have not yet communicated with their 
clients, and it is not known what course they will take. 
The Reading officials have been ruled to make final answer 
to the suit on the same subject in the United States Court 
before the 20th inst. The majority opinion, which is an 
exceedingly long one, concludes in effect as follows: 
**Unless some relief can be speedily afforded by wh ch 
the company’s large unfunded debt can be liqui- 
dated, the interests of stockholders and to some ext nt 
of bondholders must be sacrificed. The ruin of such a 
property would be a public calamity, the extent of which 
it is difficult to measure. The deferred bond scheme was in- 
tended to meet this difficulty. We have nothing to do with 
its wisdom. That is a matter which concerns only those 
whose interests are to be affected by it. If, as the bill avers 
and the demurrer admits, the stock and bondholders of this 
company are willing to advance the sum of $10,000,000 to 
save this valuable property from ruin, we see no sufficient 
reason why they should not be permitted to doso. The 
decree is affirmed and the appeal dismissed at the cost of the 


—. 

he dissenting opinion, concurred in by three judges, 
holds that the issue is not authorized by the charter ; that 
companies should be held to strict compliance with the law, 
and that the proposed issue is a plan to borrow money at 
exorbitant interest and should not be sanctioned by a court 
of equity. 


Pittsburgh & Atlantic,—This company has been or- 

anized to build a railroad from some point on the Pitts- 
Cureh, Chartiers & Youghiogheny road eastward to a con- 
nection with the Harrisburg & Potomac road. 


Quebec, Montreal, Ottawa & Occidental.—Quebec 
dispatches report that the provincial government has finally 
agreed to accept an offer from a syndicate of New York and 
Canadian capitalists for the Eastern Division of this road, 
from Quebec to Montreal. The ‘oa is said to be $4,000,000; 
terms of payment are not stated. 


Reading, Marietta & Hanover.—This company is a 
reorganization of the old Hanover Junction & Susque- 
hanna, and purposes building the 10ad which that company 
partly completed several years agofrom Marietta, Pa., to 
Hanover. 


Rio Grande & Pecos Valley.—This company has 
filed articles of incorporation in Texas to build a railroad 
beginning at Brownsville, on the Rio Grande, thence 
through the counties of Hidalgo, Starr. Seapoo, Seapata and 
Webb to Laredo, thence to the coal fields in Webb, through 
the counties of Kinney and Crockett to the Pecos River, a 
distance of 500 miles. 

St. Louis, Iron Mountain & Southern.—Track on 
the Crowley Ridge Branch is now laid for 20 miles south- 
ward from the main line at Knobel, Ark. Regular trains 
run to Gainsville, 13 miles. 


Seaboard & Raleigh.—Work on this road has been 
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N. C., to Williamston, about 28 miles. Most of this section 
was graded several years ago. Stock subscriptions are 
coming in along the line from Tarboro to Raleigh. 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the lists at the 
New York Stock Exchange: 

Chesapeake & Ohio, $2,000,000 Eastern Extension bonds. 

Chicago, Milwaukee & St. Paul, $6,100,000 Chicago & 
Pacific, Western Division 5 per cent. bonds. 

Denver & Rio Grande, $1,242,500 additional consoli- 
dated bonds. 

Elizabethtown, Lexington & Big Sandy, $5,000,000 stock 
and $3,500,000 rst-mortgage 6 per cent. bonds. 

seniieth, East & West Texas, $762,000 first-mortgage 
bonds. 

Houston & Texas Central, $300,000 additional 6 per cent. 
general mortgage bond:. 

International & Great Northern, $520,000 additional first- 
mortgage and $520,000 coupon bonds. 

Louisville & Nashville, $7,000,000 new 6 per cént. bonds 
secured on the Louisville, Cincinnati & Lexincton road. 

‘3 — & Pacific, $528,000 additional Rio Grande Division 
onds, 
Virginia Midland, $6,000,000 common stock and $4,000,- 
000 income 6 per cent. bonds. 


Syracuse, Chenango & New York.—The Syracuse 
Herald says: ‘‘ Some time in April, 1881, Justice Churchill, 
who was then holding u special term of the Supreme Court 
at Herkimer, granted an order instructing J. J. Belden, Re- 
ceiver of the Chenango Valley Railroad, to advertise the 
property for sale. The Burt party appealed from this order 
to the general term at Rochester last October and received 
a decision in its favor. The case was then carried to the 
Court of Appeals, which decided last Saturday that the case 
was not appealable. The effect of this is to restore the force 
of Justice Churchill’s order to sell, modified only by leave to 
the Burt party to make such application to the Court as it 
chooses. It is believed that no further action will be taken 
by the Burt interest.” 


Toledo, Cincinnati & St. Louis.—Articles of con- 
solidation have been duly filed by this company, formed by 
the consolidation of the Toledo, Cincinnati & St. Louis, the 
Toledo, Delphos & Burlington and the Frankfort, St. Louis 
& Toledo. The capital stock is fixed at $15,000,000, 


Utah & Northern.—The Virginia City (Montana) 
Madisonian says: ‘There are at present in this territory 
some 250 men at work on the lines of the Utah & Northern 
road. 

‘* Between Twin Bridges and Glen quite a force is at work 
extending the Utah & Northern line through the Big Hole 
Cafion. From Glen, a station between Melrose and Dillon, 
the present line runs to Dillon in a southwesterly direction. 
The line now being constructed to'I'win Bridges runs in a 
southeasterly direction. When the third side of the triangle 
is filled in by the line from Dillon to Twin Bridges, the 
regular through trains from Ugden to Butte will run via the 
latter point, along the head waters of the Jefferson, the 
grades being much easier. 

‘To the east of Twin Bridges, along the live connecting 
that point with Three Forks, a force of men is hard at work 
on the Utah & Northern grade. 

‘* North from Three Forks to Bedford and along the east 
side of the Missouri River Cafion, a force of graders is now 
at work. On the other or west side of the cafion runs the 
grade of the Northern Pacific road. The distance from 
Bedford to be completed to Helena is but trifling.” 


Western Union Telegraph.—The quarterly state- 
ment for the quarter ending March 31 is as follows, March 
earnings estimated: 

Surplus, Jar. 1 EE 
Net earnings for quarter.......... .. ... Casio peaceleates 1,550,000 


Warn sino cents concep ates aasanes set soc cewess se Sea, oee 
NN, FE a eee $106,700 
RR et ae _ ee 

———___ 126.700 

SR RE eke LORIN FR .$2.458.573 


From this surplus it bas been decided to pay a dividend of 
l's per cent. for the quarter, which will take #1,199,500, 
leaving a balance of $1,259,073. 

The statement says: ‘‘The management having deter- 
mined to open a separate account for construction and iu- 
vestments in new properties which go into the plant, and 
provide therefor from the surplus assets in the treasury, of 
which there are more than $8,000,000 in value of available 
securities, the item of construction does not appear in the 
quarterly statement. This arrangement will leave all the 
surplus earnings above fixed charges for interest and sink- 
ing funds available for dividends, which is believed to be 
due to the stockholders.” 


Wheeling Bridge.—A dispatch from Wheeling, W. 
Va., Feb. 28 says; “The special commission of United 
States engineers, consisting of Gens. Merrill, Comstock and 
Weitzell, to whom was referred the matter of the erection of 
a bridge at a point over the Ohio River by the Wheeling & 
Lake Erie Railroad, met in this city to-day to hear remou- 
strances and objections. The plans of a bridge filed some 
time ago with the Secretary of War provided for a channel 
span 50 ft. wider than the requirements of the law, which 
was conceded to be ample for the safe navigation of 
steamers. Distinguished citizens of Bridgeport, O., and 
Pittsburgh appeared before the commission and stated their 
objections to the plans of the bridge as submitted to the Sec- 
retary.of War. The railroad company reconciled the ob- 
jections of the Bridgeport people by conceding 50 ft. more 
of a channel span, and the Pittsburgh gentlemen, admitting 
the generous concession of the railroad comparry, asked that 
the channel span be widened 100 ft. more, making a 500 ft. 
span. It was admitted by all that the proposed location for 
the bridge was better than most bridges, and equal to any in 
the Western waters between Pittsburgh and Cincinnati. The 
Steubenville bridge, which is a curve bridge, has a channel 
span of only 275 ft., and other curve bridges show spans of 
less than 400 ft. The commission has taken the matter 
under advisement.” 


ANNUAL REPORTS. 

The following is an index to the aunual reportsof railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 
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Alabama Minor Railroads...... 41 
Boston & Lowell......... ..... ” 
Canadian Governm't R'roads. .126 
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Charlotte, Col. & Augusta...... 
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Cin., New Orleans & Tex. 
Columbia & Greenville. 


Connecticut River.... 
Delaware 







Delaware, Lacka. & W 
Delaware Western 

Denver & Rio Grande.. 
Des Moines & Ft. Dodge 
Fitchburg 
































Houston & Texas Central....,.126 Portland & Rochester Amount brought forward...................-+++ ...$15,902,166.26 
Huntingdon & B’d. Top Mt.... lul Rochester & Pitt-burgh 6 | Rentals of branch roads .......... $1.180,819.24 
Hinois Central......,..... 95, 125 St. Louis & San Francisco. Interest on equipment, branch rds. 55.120.61 
owe Tiger Eamwesds......... 1) te ee Rent, Harrisburg & Lancaster. 130,917.42 
mi iM... ee « gece ~ = piace o Y, ¥ 
pehigh ‘Coal & Navigation Co. 126 Urea & Black nterest on bonded debt... ........ 3,349,568.00 
Lehigh Valley..........-..- 41,100 Virginia Midland ine Interest to state on purchase of 
Long Island............++ PM foe z estern Marylan ic c4556 one esb0cdasecesbs 188.299.00 
Loulsville, Cin. & Lexington... 54 Western R. R. Association Interest on car trusts... .......... 428,944.43 
Louisville, New Alb. & Chi......142 Worcester & Nashua Interest on mortgages and ground 
Minnesota R. R. Commissioner’ 54 BOMB cscs csdecctos Tats evaiverers: 96,724.43 
Oh State tax on a bie dente ak a 
i = - GE excnsvecssiciine 46, ; 
Chesapeake & id. ae. arsneenes 
- . . ” «| —mmnnaeiee 
oe the following preliminary statement Net income, Penna. R. R. Div ............... $10,131,718.22 
y : ; Net earnings, United N. J.... ...... $4,211,583.96 
Gross Working Net Extraordinary | Interest, in cash, irom investments. 210,836.46 
ings. expenses. earnings. expenses. omeaieamiaecendia aids 
January....... 162,540 $147,643 $14.897 11,577 Total receipts.............. . $4,422,420.42 . 
February...... 184,38 141,429 2,960 7,300 | Dividends, interest, ete............. 4,676,8933.85 
ee 228,481 153,458 75,023 74, Interest on equipments............. 48,391.31 
a 227, o od oraes : ore queen ediih seman 
| ee 252,225 57,595 6 36,215 Total pa Wh eee ck ces nbina 725,285.16 
ae... 241.135 163.786 77,349 39,232 a Pir agen 
July.... .... 225,026 168,079 57,017 29.490 Net loss on N. J. lease..........0....0.2000005 302,864.74 
August ... 262,858 160,192 102,666 54,893 ment enetinatiies Gitemtaaet 
September..... 247,144 149,261 97,883 32,319 Balance remaining.................-.++ss0000+ $9,828.853.48 
October........ 236,596 146,322 90,074 30,239 | Phila. & Erie net earnings....... .. $1,04,248.75 
November.,. ... 235,585 141,124 94,461 35,583 | Interest on equipment......... .. ee 165.345, 12 
December. .... 202,141 146,646 55,495 37,606 | Extraordinary expenses....... .... 135,278.49 
Total ,...0<0 $2.705.343 $1,842,744  $862.599 $424,659 Total charges................. ~~ $300,623.61 


The net earnings over the extraordinary expenses were 
$437,940. The statement ope 

**The amounts in extraordinary expenses represent ex- 
penditures made during the year on account of the renewal 
of the track with steel rails, ard renewalsof rolling stock 
and motive power, in excess of ordinary cost of mainten 
ance; and these expenditures, therefore, form no part of 
current operating expenses, although included in the charges 
to that account. The work of renewing the track with steel 
rails, which was actively prosecuted during the year 1881, 
is now completed, and the extraordinary expenditures for 
that account have been met out of the current revenues of 
the road, and will not hereafter be necessary, the road being 
now in excellent condition for the efficient and economical 
handlirg of the increased traffic which may be expected 
from the recent completion of western rail connections and 
the extension of the eastern terminus to Newport News and 
from tke active development of local resources now in prog- 
ress along its line.” 

The fiscal year now ends with December, instead of with 
September, as heretofore. 


Pennsylvania Ra lroad. 

The report of this company for 1881 covers, as usual, the 
lines worked directly, which are as follows: 

1. The Pennsylvania Railroad Division, including tbe 
main line from Philadelpnia to Pittsburgh, 358 miles, with 
812 miles of branches, 1.170 miles in all; an increase of 50 
miles of branches. 

2. The United Railroads of New Jersey Division, includ- 
ing the main line from Jersey City to cet 9 89 miles, 
and 341 miles of branches; also the Delaware & Raritan Ca- 
nal, 66 miles, in all 480 miles of railroad and 66 of canal: 
an increase of 28 miles, 

3..The Philadelphia & Erie Division, a riain line from 
Sunbury, Pa., to Erie, 288 miles. 

A total of 1,888 miles of railroad and 66 of canals, the 
earnings of which were as follows: 

I. PENNSYLVANIA RAILROAD DIVISION. 


1881. 1880. Inc. or Dec. 
Gen. freights. ..$21,229,200.85 $20,2:34,046.44 I. $995,154.41 
Mis. freights... 170,918.96 278,347.54 D,  107.428.58 
First-class pass. 4,702,753.44 4.110,797.68 I. 591,955.76 
Emigrant pass. 320,631.50 326,348.97 D. 5,517.67 
Adams Express 442,466.31 351,812.06 I 90.654 .25 
U.S. mails... . 479,086.97 371,276.56 I 107,810.41 
Mis. passengers 106,491.46 99,742.59 I 6.748 87 
eee 195,451.50 215,285.78 D 19,826.28 





Total earn.....$27.647,008.79 $25.987.657.62 
Conduct. trans. 5.705,010.31  5.319.345.75 


I 

1 

1. 
1,805,747 .07 : . 

I 


Motive power.. 4,379,351 .54 4,003,728.41 375,623.13 
Maint. of cars.. 1,650,519.97 5,747 ) 155,227.10 
Maint. of way.. 3,201,214.74 2.488.729 .18 712,485.56 

98,456 .67 


592,372.04 
Total ex.......815,468,468 60 $14,051,485.78 I. $1,416,982.82 


Gen, expenses. . 











Net earnings...$12,178,540.19 $11,936,171.84 I. $242,368.35 
Il. UNITED RATLROADS OF NEW JERSEY DIVISION. 


1881. 1880. Inc. or Dec. 
General freights.....$7,152.710.78 $6,385,410.17 I. $767,300 61 
Mis. freight.......... 176,744.45 132,338.36 I. 44,406.09 
First-class pass...... 4.531 868.57  4,101,582.05 I. 430 286 52 
Emigrant pass... ... 72.038.99 60,930.85 I. 11,108.14 
Adams Express...... 303,174.37 265,093.49 I. 38.080.88 
eo Se 194,605.64 136,598.25 [. 58,007.39 
Miscellaneous pass. . 50.645,46 43,298.00 I 7,347.46 
Del. & Raritan Canal 541,076.73 419,430.47 I. 121,646.16 





Total earnings... ..$13,022,864.99 $11,544,681.74 I. $1,478,183.25 
Conducting trans- 


portation........ « 4,704,054.12 4,(90,060.71L I. 613,993.41 
Motive power....... 2,036,265.65  1,757,604.26 I. 278.661.39 
Maintenanceofcars 584,103.48 526,004.72 L. 58,101.76 
Maintenance of way 1,181,437.31  1,440,154.43 D. 258,717.12 
General expenses. . 73,103.30 70,040.36 3,062.94 


Canal expenses. .... 232,314.17 331,343.53 D. 99,029.36 
Total expenses... $8,811.281.03 $8,215,208.01 1. $596,073.02 


Net earnings....... $4.211,583.96 $3,329,473.73 I. $882,110.23 








CRs i cadaxcscaskabi nese $723,625. 1 
Total balance from operating roads........... = 9.828,853.48 
Payment to trust fund of Oct. 9, 


1878, for purchase of securities. . $600,000.00 
Consolidated mortgage bonds re- 
Ea Sa 286.480,00 
Balt. & Potomac, one-half deficien- 
cf, 4 OS eee 37,177.77 
Balt. & Potomac, advances........ 106,154.45 
Shamokin CvalCo., “  ........ 7,060.00 
Phila. & Erie. ade 175,973.53 


All. Valley, advances and guaran- 
DONE GURNEE, cincccsccces. +s senses 
Sun.. Hazieton & Wilkesbarre, ada- 
IE Kednntaceukseroavescnenis srs 


400,085.00 
40,000.00 





Frederick and Pa. Line, advances. . 15,000.00 
Am, Steamship Co., 6 ‘ 90,000.00 
-———-——-——___ 1,767,870.75 
Surplus for the year. .. .........--..000. «+e §8,060,982.73 


Dividends, 8 per cent........-...---. 5,861,718.00 


SPE ae POPPE ETE RE te 
Old accoun‘s and profit on sale of secu ities..... . 350.865.90 
Balance of profit aud loss, Dee, 31, 188u.......... 7.793.948 71 
Balance. Dec. 31, 1881... ........... ee. $10,344.079.34 

Although the dividends paid in 1881 were $1,040,794 in 
excess of those paid in 1880, the amount carried to the 
credit of profit and loss in 1881 1s only $21,950.75 less than 
in 1880. 

It will be seen from the foregoing statements that the 
gross earnings upon tbe Pennsylvania Railroad Division 
sbow a marked increase, and notwithstanding the expenses 
were materially greater than in 1880, and very low rates 
prevailed during a greater portion of the year, there is an 
increase in net earnings. This must be attributed largely to 
the efforts of your management to stimulate the local inter- 
ests of your lines, in preference to the througb traffic. 

On the United Railroads of New Jersey Division the large 
inerease of gross earnings, without a corresponding increase 
of expenses, affords a reasonable hope that this property will 
cease to be an apparent expense upon your company. 

The results on the Philadelphia & Erie Railroad Division 
have not been so favorable, from the fact that the prevailing 
rates which obtained on through tratfic were so unprofitable 
as not to warrant the company in competing therefor, while 
the local business, owing to the character of the country 
through which the road passes, though showing a gratifying 
increase, has not yet developed to any large extent. 

CONSTRUCTION. 


The amounts expended and charged to capital account for 
construction, equipment and real estate during the year 
were as follows: 
Construction: 

Pennsylvania R.R.... . 


J canedbe eek tial $1.839,949.96 
United N. J.... 


748,191.59 





Ere er .. .$2.588.141,55 

Real estate: e 
| ee $922,681.39 
SE GG bse rnnncbesccskasns. aatdats 158.421.41 

a 1,081, 102.80 

Equipment........ . 1,836,838.84 

NG or tad ith asdarachesansexes . ..-$5,506,083.19 


Less credits as follows: 
Old station at West Philadelphia. to 


UE I oi aeetehs sadgasannesss $140,000.00 
Penna. R. R. realestate sold ........... 24,668.21 
United N. J. “* + D  égenepaapens 3,976.62 
charged to Phila.& Trenton. 74.645.76 
. old equipments, etec.. sold... 198,162.50 
ws stock received on account of 
Harsimus improvements.... . ....... 400,000.00 
———-__ 846,453.09 
Net increase in property accounts............- $4,659,6. 0.10 


The following amounts were advanced during the year 
for improvements and extensions of branch and auxiliary 
lines controlled by the Company: 


Philadelphia & Long Branch............ $414.281.77 
II. PHILADELPHIA & ERIE DIVISION, —_— tn ogee ry en aaa yey 
1881. 1880. Inc. or Dec. rent he aemuinaaimies yo ¥ 
General freights.. ..$2,746,600.37 §$3,130,8%5.88 D. $384,226.01 | Fouwhrest Remnsyiwania........-....-.-. aL aaa 
Mis. freights........ 96,263.05 97,494.54 D. 1.230.19 Miscellaneous branchiines.... .......... 141,950.92 
First-class pass..... 532,967.02 424.674.84 I. 108,292.18 | * Se er ee aneanoe nee nisi nici $1.428,.007.64 
Emigrant pass...... aa Bye : 769.66 | On account of these advances, there ear 
Express ..........-. 36,251.42 onan) af 4,768.74 | “have been received in cash... ........ $241,487.81 
ic DED 0 00s6c00 27,047.96 26,481.45 I. 566.51 And in securities 486 850.00 
Miscellaneous pass. 8.219 82 10,583.49 D. ee ee een saan tae 





Total earnings. ...$3,454,309.05 $3,727,733.13 D. $273,424.08 
Conducting  trans- 











portation. ........ 777,999.74 763,917.27 LL 14,082.47 
Motive power.... ... 718,758.74 703,477.00 I. 15.281.74 
Maintenance of cars 278,411.49 274,425.50 I. 3,985.99 
Maintenance of way 654,890.33 616,534.0L 1, 38,356.32 

Total expenses. ..$2.430,060.30 $2,358,353.78 I. $71,706.52 
Net earnings........ $1,024,248.75 $1,369.379.35 D. $345,730.60 


The income account is as follows: 


Net earnings Pennsylvania R. R. Div., as above... $12,178,540.19 
Interest from investments (in cash)................ a map 

















Interest on equipment, branch roads..... i cseiaee 691 5 

Balance of interest account........ ©. .....eee50- 49,737.88 
ae $4 on coal, Mineral R. R. 
DR Mes scasieaasbaebe gensesee sss 
Less depreciation of coal lands..... 

wn 58,974.38 

Profits from sundry accounts.............. Sa 71.946.99 

Premium, exchang ’, commissions, etc. 6,426.33 
Empire Line net earnings.......... 
Less payment to car trust... ...... 

_——— 58,383.32 

iss ce seinen sands thaxeyecsese pene $15,902,166.26 





728 337.81 
Leaving amount charged against these 

companies, in open account........... $€99,669.83 

The large increase in freight and passenger traffic bas 
necessitated the extensive outlays noted in the above state- 
ment, which have but inadequately provided the facilities 
to properly care therefor. It is believed that the expendi- 
tures have been judicious, and have tended largely to 
promote the economical results obtained jn the management 
of the business of your company. Among the most im- 
portant items were : 

1. The Broad street station and the line extenting thereto, 
which will be more especially referred to hereafter. 

2. Additions to the terminal improvements at Harsimus. 

8. The extension of third and fourth tracks on the New 
Jersey Division, and straightening and widening the line 
through Bergen Cut. 

4. At Philadelphia the extension of the Dock street freight 
station, and new piers at Walnut street and on the properties 
connected with the old Navy Yard. 

5. Extension of the third and fourth tracks on the Seem 
vania Railroad Division, the necessity for which was alluded 
to in the last annual report. 

6. The purchase of additional width of right of way at 


_ 
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various points on the New Jersey Division and on the Main 
Line; the yo pe increase in the value of real estate adjacent 
to the line of your roads having made this advisable in order 
to avoid paying excessive prices in the future. 

7. The purchase of real estate, principally in Philadelphia, 
though large purchases were made at Pittsburgh and other 
ee points. 

-he expenditures for equipment represent a charge to 
capital account of one-half the cost of the Empire Trust and 
Railway Equipment Trust cars, which came into your 
absolute ownership during the year, the construction of 20 
additional locomotives, 50 first-class passenger cars, 10 
baggage cars, and the cost of an iron ferryboat, steam-tug, 
and 14 car-floats. 

The expenditures on account of auxiliary lines were 
chiefly in the construction of the Philadelphia & Long 
Branch Railway (referred to more particularly hereafter) ; 
the Lewisburg & Tyrone Railroad: the extension of the 
Pittsburgh, Virginia & Charleston Railway into the coke 
fields, to connect with the Southwest Pennsylvania Railway ; 
the construction of short branches of the Southwest Penn- 
sylvania Railway; the improvement of the grades of the 
Western Pennsylvania Railroad, and in the construction of 
the River Front Railroad in Philadelphia, also more par- 
ticularly referred to hereafter. 

It was deemed advisable to charge to extraordinary 
expenses of the Philadelphia & Erie Railroad Company 
the cost of additional improvements upon the line of that 
road, amounting to $135,278.49. 

The debt due to the state of Pennsylvania on account of 
the purchase of the Main Line was reduced during the year 
by the payment of $271.701, which was charged to capital 
account. The balance of the annual payment of $460,000 
($188,299), representing the interest upon the amount due to 
the state, was charged directly to income account. The bal- 
ance due on account of the purchase of the Main Line is $3,- 
561,365.78. 

Under the provisions of the consolidated mortgage of the 
pee as there was set apart on July 1 last, out of the net in- 
come, the sum required for the purchase of outstanding 
bonds secured by that mortgage and entitled to the security 
of the covenants therein, in relation to the sinking fund. 
Bonds to par value of $286,480 were thus purchased, and 
after being canceled, were delivered to the trustees under 
the stipulations of said mortgage; this reduction appears in 
the treasurer’s general account. The amount of bonds so 
purchased to date is $925,940 at their par value. 

There are now in the sinking fund for the redemption of 
the obligations of the various companies forming the United 
New Jersey Railroad & Canal Company, securities of the 
par value of $1,715,300. There is also a cash boilance, unin- 
vested by the trustees, of $4,546.53. Your company also 
holds an additional amount of $124,000 of bonds, which 
have been redeemed, making an aggregate investment of 
$1.843,846.53, for which you willin the future, in aecord- 
ance with the terms of the lease, receive bonds to be issued 
under the general mortgage of that company. 

Through the system of car trusts organized by vour Com- 
pany, your Re og og was further increased during the 
year by 1, stock, 1,600 box, and 2,470 long gondola 
cars, in all 5,070 cars, of which 1,570 were placed upon your 
main line, 2,000 upon the Western lines, and 1,500 sub-leased 
to the Northern Central Railroad Company and Allegheny 
Valley Railroad pear omg 

Your board deemed it advisable to anticipate the payment 
of the outstanding certificates of the Empire Car Trust, 
amountiong to the sum of $1,073,000. The original cost of 
the cars covered by this trust, consisting of 2,704 box cars, 
200 stock c 102 gondola cars, and 400 rack cars, was 
$1,650,000. our equipment account was increased by 
one-half of that amount, being $825,000, and the difference 
between the amount so charged to equipment account and 
—_ amount of outstanding certificates charged to profit and 

OSS. 

The Railway Equipment Trust of Pennsylvania, repre- 
senting 1,000 freight cars, at a cost of $595,000, and bear- 
ing interest at 8 per cent, per annum, was also extinguished 
by the payment of the outstanding certificates. As the an- 
nual rental, which included both the interest and a payment 
on account of the principal, had been charged off each year, 
the company were at the close of the trust the owners of 
these cars, without any representation in your capital ac 
count. It was therefore deemed expedient that your equip- 
ment account should be increased by $297,500, being one- 
half of the original cost of these cars, and a like credit made 
to profit and loss. This was the first car trust created by 
your company, and it will be noted that in eight years it 
has been entirely discharged through the annual payments 
thereon. During the year 1882, series A and B of the Car 
Trust of Pennsylvania, amounting originally to $851,923.20, 
will, in like manner, be extinguished. 

The total cost of 20,784 cars placed upon the lines under 
car trusts was $11,337,000; of this amount $5,270,000 had 
been redeemed up to Dec. 31, 1881, leaving $6,067,000 out- 
standing. Payments on car trusts by the Pennsylvania 
Rail Company in 1881 were $1,926,510.09, of which 
#192,016.20 was tor interest and $1,734,493.89 on principal, 
and by the Pennsylvania Company $345,852.22, the sum of 
$99,346.11 being for interest and $246,506.11 for princi- 
pal. 

COMPARISONS. 


The total earnings and expenses of all the lines east of 
Pittsburgh and Erie compare as follows: 


Rertal and 
Gross interest on Net 
earnings. Expenses. equipment. earnings. 
1881. .$44,124.182.83 $26,709,809.93 $2,762,271.76 $14,652,101.14 
1880.. 41,260.072.49 24,624,047.57 2,728,562.13 13,906,162. 79 


Inc... $2,864,110,34 $2,084,762.36 $33,709.63 
.«<. 69 8.5 12 





3745.638.35 

5.4 

The percentage of expenses to gross earnings on the vari- 
ous lines were as folluws: 


+ Cc. 


1880. 
Penna. R. R., main line v4. 51.98 
Penna. R. R., ineluding branches .65.95 7 
United N. J., main line ........... 67.11 At 
United N. J., including branches..68.7: 70.86 
United N. J., including branches 
and canal 


65.50 
67.66 71.16 66.40 


Del. & Raritan Canal 42 94 79.00 46.97 55.50 
Phila. & Erie 70.35 63.27 68.90 70.00 


The Main Line is the 358 miles from Philadelphia to Pitts- 
burgh. The United New Jersey Main Line is the 89 miles 
from New York to Philadelphia. 

The gross earnings of the Main Line were $65,696.40 per 
mile in 1881, against $62,873.56 in 1880. 


TRAFFIC. 

The traffic of the various lines east of Pittsburgh was as 
follows: 

Passengers carried. 

188. 1880. Inc. or Dec. 

Main Line 

and bran... ,071,714 7,757,940 I. 1,319,774 

nited N. J... 9,132,146 8.218.532 I. 913,614 
Phila. & Erie. 175,549 598,570 1. 176,979 


18,985,409 16,575,042 I. 2,410,367 








Passenaer miles. 
1881. 1880. Inc. or Dec. 
Main Line 
and bran.. . 
United N. J... 
Phila. & Erie. 


230,675,088 
197,366,974 
18,274,493 


196,939,640 I. 33,735,448 
171,055,377 I. 26,311,597 

14,792,169 

Total....... 446,316,555 382.787.186 TI. 63.529.369 

Tons freight carried. 
Main Line 

and bran... 18,229.365 
United N. J... 7.388.955 
Phila. & Erie . 5,277,056 
Del. & Raritan 

Canal... ..... 


15,364,788 
5,824,840 
4,681,463 


2,864,577 
1,564,115 
415,593 8.9 


1,710,188 


32,606,264 27,399,173 


1,348,082 362,806 26.9 


Total 5.207.091 19.0 
Ton nriles. 
Main Line 
and bran. ..22,355,438,764 2.298,317,322 
United N. J... 480,995,398 381,884,409 
Phila. & Erie. 495.395,306 559,280,067 
Del. & Raritan 
Canal 


357,121,442 15.5 
99,109,989 25.9 
63,884,761 11.4 

68,981,905 


53,508,532 I. 15,473,373 28.9 


Total........3,700,811.375 3,292,991,330 I. 407,820,045 12.4 

The average distance traveled by each passenger in 1881 
over the Main Line and branches was 25.4 miles, the same 
as shewn in 1880. 

In connection with the passenger business, it may be stated 
that during 1881 there were handled on the three divisions 
east of Pittsburgh and Erie 1,564,858 pieces of baggage as 
against 1,283,962 in 1880. The entire payments for lost 
and damaged baggage amounted to $487.15. 

The number of tons of freight moved over the Main Line 
and branches, including 1,082,862 tons of fuel and other 
materials for the company’s use, was 19,312,227 tons; for 
the previous year, 16,341,568 tons, showing an increase of 
2,970,659 tons, or 18,18 per cent.; of this increase, 2,724,- 
408 tons was in local freight. Of the 18,229,365 tons of in- 
dividual freight transported over the Main Line and 
Branches, 2,207,529 were through, and 16,229,365 local 
freight. The coal shipments increased 1,195,984 tons, and 
the coke shipments 518,599 tons: their aggregate being 
9,209,306 tons as against 7,494,723 in 1880, a gain of 1,- 
714,583 tous. The east-bound coke tonnage from the Con- 
nellsville region shows an increase of 59,342 tons, and the 
west-bound an increase of 307,896 tons; the entire move- 
ment from that district amounting to 1,980,029, out ofa 
total of 2,415,563 tons from all sources. The oil shipments 
show a large increase, amounting to 712,372 barrels. The 
grain traffic shows a large decrease. 

The through freight, east bound, shows a slight increase, 
and the through freight west, and local freight in both 
directions, a marked increase. 

The number and mileage of passengers on the Main Line 
show an increase of 17 per cent. 

On the United Railroads of New Jersey there was au in- 
crease in both local and through freight in both directions 
of 1,564,115 tons, of which 1,189,782 was in the local 
traffic. The passenger traffic also shows a decided improve- 
ment, amounting to over 11 per cent. in the number carried. 

On the Philadeiphia & Erie Division there was a decrease 
of the tonnage of through freight East bound of 234,881 
tons ; but a lurge increase of local freight in both directions, 
aggregating 631,256 tons. There was also a marked gain 
in the passenger traffic. 

The receipt and cost per unit of traffic were as follows, in 
cents: 

Per passenger mile; 

Penna.RR. United N. J. Phila. & Erie. All lines. 

1881. 1880. L881. 1880. 1881. 1880. 1881. 1880. 
Receipt.2.178 2.253 2.047 2.126 2.954 2.912 2.376 2.222 
Cost....1.677 1.604 1.5062 1.691 2.039 2.413 1.615 1.674 
Net ....U.501 0.649 0.545 0.435 0.915 0.499 0.761 0.548 

Per ton mile; 

Receipt.0.799 0.880 1.487 1.672 0.554 0.560 
Cost. ...0.437 0.474 1,064 1.204 0.415 0.358 0.517 0.540 
Net.....0.362 0.406 0.423 0.468 0.339 0.202 0.340 0.378 

The general result shows a decrease in the rate per ton per 
mile of 0 061 cent; in cost, of 0,023 cent, and in net earn- 
ings of 0.038 cent. In passenger rates there was a considera- 
ble increase, both gross and net. 

Eighty-eight locomotives were built at Altoona for your 
Main Line, and 15 for your otber roads east of Pittsburgh. 
There were also constructed at that point 84 passenger cars, 
9 baggage, postal and express cars, and 2,420 car trust cars, 
649 freight cars for your Main Line, and 1,105 cars for 
your other lines. 

At the shops on the Philadelphia & Erie Railroad, 3 loco- 
motives and 153 freight and maintenance of way cars were 
built. 

There were used on the Main Line and branches 11,973 
tons of steel, and 788,673 ties; on the Philadelphia & Erie 
Railroad 2,907 tons of steel, and 181,357 ties; and on the 
United Railroads of New Jersey, 2,958 tons of steel, and 
187,200 ties: making a total of 17,838 tons of steel, and 
1,157,230 ties. 


0.857 0.918 


CONTROLLED LINES. 

The Pennsyivania Canal earned $370,404.97. The ex- 
penses were $262,746.80; net earnings, $107,658.17; in- 
terest on bonds, $184,980; loss, $77,321.83, against 
$1,600.02 in 1880. This result was due to extensive dam- 
age by ice and freshets. The total tonnage was 905,095 
tons, an increase of 43,297 tons. The anthracite coal ton- 
nage increased 15,212 tons and the lumber tonnage 19,836 
tons. 

The operations of the controlled anthracite coal com- 
panies were as follows : 

——Tons sold.—— 
1880. 1881. 1880, 
772,422 860,262 752, 
200,888 258,873 

171,417 182,183 


—Tons mined.-— 
1881 

851,971 
256.390 
173.990 


Susquehanna Coal Co 
Summit Branch Co.. 
Lykens Vailey Co .. 
Mineral R. R. & Mining 
1 Se -... 439,078 385,379 439,856 386.028 


Total . 1,721.429 1,560,206 1,741,174 1,544.483 

The financial resuits of their operations were as follows: 

Gross earn. Net earn. Net profit. 
Sus. Coal 

Co.......+.$2,770.958.74 $473,223.77 $100,018.38 $373,205.39 
Summit Br. 

Co... -. 1,107,830,12 
Lykens Vy. 

Mes wha ncainints 755,034.04 
Min. R. R. & 

M. Co..... 1,474,035.25 226.849.43 233,589.31 93,260.12 

The Susquehanna Coal Company paid from its net profits 
$85,472 in dividends, and the Mineral Railroad & Mining 
Company $10,000, The net profits of the Lykens Valley 
Company were used in payment of advances made hy the 
Summit Branch Company in former years. 

The average price per tou at point of sale, aggregating 
the results of the four coal companies for 1881, was $3.43, 
as against $3.34 for 1880, showing an increase of 9 cents 
per ton. 

It will be seen from the foregoing statements that your 
companies mined 161,223 more tons of coal in 1881 than in 
1880 ; and that the financia] result for the year was a sur- 
plus profit of $537,413.12, after paying the interest upon 
their fixed liabilities, and a royalty by the Mineral Railroad 
and Mining Company of 53 cents per ton on coal mined, 
amounting to $233,589.31. 


Charges. 


114,468.88 85,272.31 29,196.57 


25,875.52 25,875.52 





A general statement of the results from the controlled 
railroad lines is as follows : 


Earnings. Profit or loss. 
$459,086.73 
146,809.74 
2,457.26 
786,196.31 
7,771.41 
1,131,361.36 


Net receipts. Charges. 


Northern 
Central. ..$5,443,700.00 $1,917,454.00 $1,459,417.27 P. 


Baltimore & 

Potomac.. 966,431.85 125,508.59 272,818.33 L. 
Cumberland 

valley 220,420.82 217,972.56 P. 

904,672.99 — 1,690,869.80  L. 

127,141.41 119,370.00 P. 

1,374,351.29 242,989.98 P. 

$91,600,50 430,646.86 261,794.58 P. 168,852.38 
Camden 

Phil. Ferry 161,205.73 70,751.14 10,936.00 P. 59,815.14 

The regular dividends of 10 per cent. are included in 
charges on the Cumberland Valley road. From the net 
profits stated above, the Northern Central a 6 per cent. 
dividends, the Philadelphia, Wilmington & Baltimore 8 per 
cent., and the West Jersey 4 per cent. 

The Alexandria & Fredericksburg road is still operated 
by trustees, 

The results of the operations of the American Steamship 
Company were not as good as in 1880, and the report says: 
‘The financial results of the American Steamship Company 
since the commencement of its operations, and the necessity 
for large outlays for its future maintenance, have cau 
your board to doubt the propriety of further diverting your 
revenues to that purpose ; and to consider the question 
whether all that could reasonably be asked of your company 
on behalf of the commercial interests of this port (Philadel- 
phia) has not been more than performed, and whether the 
promotion of steamship lines should not be left to private 
enterprise.” 


397,588.15 

Phila., Wil. 
& Balto... 3,551,880.52 
West J. rsey 


LINES WEST OF PITTSBURGH. 


The following statement gives the result of the lines 
owned or controlled by the company west of Pittsburgh, 
operated by the Pennsylvania Company and the Pitts- 
burgh, Cincinnati & St. Louis Railway Company : 

The t tal earnings of the Pennsyl- 

vania Company on lines op- 

erated by it and through organi- 

zations worked under its control 

were.... 


$19,788,871.28 
Expenses for same period were... 


10,760.214.97 
Leaving net earnings...... . $9,028,456.31 
From this deduct: 
Rentals, interest and liabilities of 
all kinds chargeable thereto 6, 167,704.03 
Net profit on Pennsylvania Com- 
pany’s lines 
The total earnings of the Pitts- 
burgh, Cincinnati & St. Louis 
Railway Company on lines op- 
erated by it, and through organi- 
zations worked under its con- 
$11,270,119.66 
8,773 252.98 


$2,496,866 .68 


$2,860,752 .28 


Expenses for same period were... 


Leaving net earnings.. 
From this deduct: 

Rentals, interest and liabilities of 
all kinds chargeable there o, in- 
cluding the net earnings of the 
Columbus, Chicago & Indiana 
Central, paid over to the Re- 
ceivers under order of Court.... 2,585,205.10 

Net loss on Pittsburgh, Cincinnati 
& St. Louis Kailway Company’s 
lines...... cat shadnanacmh 


$88 338.42 
Net profit on lines west of Pitts- 

burgh, as above 

A comparison for the two years is as follows: 
Pennsylvania Co. 1881. 1880. Ine. or Dec. P.c. 
Gross re- 

ceipts...$19,788,671.28 
Net earn. 9,028,456.3 
Net profit. 5 
Pitts.,Cin. 

& St. L. 
Gross re- 

ceipts.. 
Net earn.. 
Net loss... 
Net profit. 


$2,.772,413.86 


$18,260,245.20 I. 
8,515,041.98 I. 
2.384,933.19 I. 


$1.528,426.08 8.4 
513,414.33 6.0 
475,819.09 


11,270,119.66 
2'496,866.68 
88.338,42 


11,243,744.56 


as 26,375.10 
3,434,509.72 D. 


937,643.04 


"773,108.22 


Both com- 

panies: 

Net profit..$2.772,413.86 $3,158,041.41 D. $385,627.55 

It will be seen that the loss was on the Pittsburgh, Cincin- 
nati & St. Louis or Southwestern system. 

The other lines west of Pittsburgh, in connection with 
which the company has assumed liabilities or which it con- 
trols througb the ownership of stock, but which are worked 
through their own individual organizations, are the St. 
Louis, Vandalia and Terre Haute Railroad; Indianapolis & 
St. Louis Railroad; St. Louis, Alton & Terre Haute Rail- 
road; Grand Rapids & Indiana Railroad, and roads oper- 
ated tkrough its organization, and East St. Louis & Caron- 
delet Railway; the Cleveland, Mount Vernon & Delaware 
Railroad having, through foreclosure of mortgage, passed 
out of the control of your company. 


1881. 1880. 
The aggregate gross earnings of 
these roads were... ..... ........$5,998,198.09 


$6 234.183.69 
ONG so sn niccies dnc ccsececeess ETE 


4,531,680.41 
$1.702.503 55 
2.049, 166, 22 


eee, Ct 
Deduct rental and interest.......... 1,868.279.7. 


ne 
‘ 
‘ 


‘ 
ao 





De tonicianca taskatadann lds amachs $941,124.98 $346.662,67 
Of this loss your company, under 
existing contracts, is directly or 
indirectly responsible for 260,486.12 
Which, deducted from the profit be- 
a a ee a ee 2.772,413.86 


$5,989.13 
3,158,041.41 
Leaves a net profit on all lines 


west of Pittsburgh.... .........$2,511,927.7 
Showing a decrease for 1881 of.... 560,124.54 


The difference between this amount and the balance 
shown by the income accounts of the Pennsylvania Com- 
pany and the Pittsburgh, Cincinnati & St. Louis Company, 
is due to the fact that the actual advances made during the 
year were $95,371.50 less than the deficits shown by the 
operations of the roads. 

The larger part of this decrease isin the earnings of the 
Indianapolis & St. Louis Railroad, in which your company 
has a joint ownership with the Cleveland, Columbus, Cincin- 
nati & Indianapolis Railroad Company, which is managed 
by the executive officers of the company. 

It will be noted that in the aggregate the lines west of 
Pittsburgh continue to show favorable results. On the 
Northwestern system there was a material gain over the 
previous year, but on the Southwestern lines there was a 
marked decrease. The income of the latter lines depends 
largely upon the rates on through traffic, and in view of the 
unsettled condition uf the rates upon that class of business 
during the last half of the year it was reasonable to antici- 

ate a falling off in net income. It may also be noted that 

here were expended upon the Pittsburgh, Cincinnati & St. 
Louis lines for second tracks, replacing wooden bridges with 


$3,072,052.28 
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iron or stone, and other improvements of a permanent char- 
acter, over $400,000, which was charged to operating ex- 
penses, -- —-- 

The traffic of your Western lines increased to a marked 
extent, the tonnage showing a gain of 3,612,061 tons, or 
over 16 per cent., and the number of passengers carried a 
gain of 1,035,582, or 10 per cent. 

_ The Pennsylvania Company, after providing for and pay- 
ing all its fixed and adjudicated obligations, was enabled to 
pay a dividend of 5 per cent. upon its full-paid capital 
stock of twenty millions of dollars, and carry to the credit 
of profit and luss accouut a surplus of $1,866,183.01. Of 
the issue of $3,200,000 of the Pennsylvania Company’s bonds, 
secured by Pittsburgh, Fort Wayne & Chicago Railway 
stock as collateral, $385,000 have been redeemed throug 
the operation of the sinking fund, leaving the amount out- 
standing $2,815,000. 

The report made by the trustees of the sinking funds of 
the first and second mortgages of the ‘Pittsburgh, Ft. 
Wayne & Chicago Railway Company shows that the reg- 
ular annual contribution of {$104,100 was paid to the trus- 
tees of these mortgages, and that they redeemed $40,000 of 
the first mortgage, and $226,500 of the second-mortgage 
bonds, making the total amount redeemed to Dec. 31, 1881: 
First-mortgage bonds, $1,236,000; second-moitgage, $1,- 
484,500: with $328,344.59 cash uninvested. 

Tbe further sum of $85,763 was also paid into the sinking 
funds provided for the redemption of the existing mortgages 
on the other leased lines west of Pittsburgh. 

For the purpose of providing a larger financial basis for 
the Pennsylvania Company. and to advance the interest of 
your company, your board deemed it advisable to transfer 
to the Pennsylvania Company the following : 


Bonds of the Newport & Cincinnati Bridge Co.. par 
SUNG cunncn 0505.0; pGnsetkademeeatatenetaeeee, apes aman $1,200,000 


valued at ; 


Pennsylvania Company debenture bonds.... 5,000,000 


These securities were transferred in exchange for an equal 
amount of the capital stock of the Pennsylvania Company, 
which increased the stock of that company to $20,000,000, all 
of which is now owned by your company. 


The Pennsylvania Company deemed it advisable to avail} Philadelphia, with the substantial an 


itself of the very favorable financial condition of the country 


to negotiate $10,000,000 of their 4!4 per cent. bonds upon sat- 


isfactory terms. 
protect the interest of that company, an? to provide for its 
future wants. 


It will be seen that both classes of traffic show a very con- 
siderable increase, which was most marked in the freight. 
The figures indicate a greater increase of through than local 
business, the average travel of both passengers and freight 
showing an increase. 


SUMMARY OF ALL LINES. 


The summary for all the lines directly operated both east 
and west of Pittsburgh is as follows : 


Traffic : 1881. 1880. 1879. 
Passengers..... .. 29,686,985 26,241,036 21,863,966 
Pass. miles........ 811,181,668 704,571,071 583,776,686 
Tons freight....... 58,520 ,616 49,701,464 45,137,006 
Ton miles.......... 6,604,667,188 —5,719,030,065 5,334,194,434 


Earnings : 
Gross earnings ...$75.182,973.77 $70,764,062.25 $60.362.575.67 
Expenses, includ- 
ing rentals, in. 
terest, etc. ...... 46,.243,277.88 


42,179,485.63  35,639,794.99 


Net earnings. ...$28,939,695.89 $28,584,576.62 $24.722,780.68 


The aggregate amount of steel rails laid in 1881 on all the 
lines owned, controlled or operated by the company was 
54,571 tons. 

The total earnings last year showed an increase over 1880 
of $4,418,911.52, or 6.2 per cent.; the gross expenses in- 
creased $4,063,792.25, or 9.6 per cent., leaving a = of 
only $355,119.27, or 1.2 per ceot., in net earnings. It will 
be noted that the increase in earnings, and especially in net 
earnings, is much smaller than that in traffic; a result doubt- 
less chargeable to the low rates prevailing for a large part 
of 1881, 











GENERAL REMARKS. 


Under the provisions of the trust created Oct. 9, 1878, 
there has been paid therein, to Dec. 31, 1881, the sum of 


1,800,000 | $1,900,000, which, with the income therefrom, has been in- 


vested in securities amounting at par to $2,027,950, yield- 


Spier Jy sos aitie t Baas _... $8,000,000 | ing an interest of 6.61 per cent. per annum upon the invest- 


ment. 

The statement of the insurance fund, also attached, shows 
assets on hand at the end of the year of $343,802.40, being 
an increase over the previous year of $107,521.31. 

The construction of the Broad street a station in 

spacious approach 
thereto, was so far completed as to permit it to be opened 
for passenger business Dec. 5, 1881. Since the early part of 


The proceeds thereof are securely held t®| the present year the trains of the Philadelphia, Wilmington 


& Baltimore Railroad Company and its auxiliary lines have 
also been transferred to this station, so that it is now the 


The new Union passenger station at Chicago was opened | central point for the daily arrival and departure of over 200 
for use on April 4, 1881, and is now occupied by five of the | passenger trains upon your various lines entering in Phila- 


larger railways terminating in that city. The new passen- 
ger station at Cincinnati was opened for business on Nov. 
26, 1881. Both of these improvements will, no doubt, in 
addition to affording attractive accommodations for the 


delphia. Its appointments and construction are of the most 
substantial character, and it has fully met all the require- 
ments of the service in a most satisfactory manner. This 
improvement cannot but have a marked influence upon the 


public, have a beneficial influence upon the passenger traffic | prosperity of the passenger traffic of the extensive system 


of your lines to and from those important cities. 
The expenditures for layin 
readjusting the old ones,‘ an 


additional tracks as well as | phia. 
the extension and improve- 
ment of the freight facilities at both these cities, are «also 


of lines controlled by your company to and from Philadel- 
Its cost, exclusive of alteration of tracks in the West 
hiladelphia yard, was, on Dec. 31, 1881 


nearly completed, placing your properties at these terminal  UINNNIOR, 5 dias.0dd Sas ia chdapadascecawenseans eta $2.233,507.48 


points in a more satisfactory condition. 


The Grand Rapids & Indiana Railroad continues to show 
satisfactory improvement in both its gross and net earnings, 
and your company has not been called upon to extend to it : 

The operations of the | creased by the purchase of more property than is at present 


any financial aid during the year. 


For real estate............. 





Making a total of 
The above expenditure for real estate was largely in- 


Land Department show large sales, and correspondingly required tor the track and station ; but for the reasous here- 
large receipts; but, owing to the high price of bonds, the | totore stated it was deemed advisable to obtain control of 
trustees have been able to purchase only $52,000 thereof, | Property that will be needed in the future. Although the 
which were converted into income bonds, making the | 0Utlay may seem large, yet your board are fully satisfied 
amount thereof issued Dec. 31, 1881, $1,095,000. The | that it was wise to construct this work at this time, for if it 
amourt of assets on hand Dec. 31, 1881, applicable to the re- | had been much longer delayed the increased value of real 


demption and payment of the first-mortgage bonds, was: 


Balance in the hands of the Trustee 
Bills and accounts receivable............. 





WE iicondns-sndcate esa sannaddencmeowaaie $1.938, 157.76 


The number of acres sold during the year was 46,746.46 
for $645,283.13, an average of $13.80 per acre, and the en- 
tire number of acres sold to Dec. 31, 1881, after deducting 
canceled contracts, was 222,603.31, and the aggregate price 
received therefor was $4,201,618.08, or an average of 


$13.02 per acre. 


No change has taken place in the litigation hetween the 
Columbus, Chicago & Indiana Central Railway Company, 
and the Pittsburgh, Cincinnati & St. Louis Railway Com- 
pany, in reference to the lease of the road of the former | the cost thereof. 


company. The bondholders of the Columbus, Chicago & 


Indiana Central Railway Company have instituted steps 


estate, with other difficulties, would have made it almost 
impracticable for your company to have obtained, at any 


eK reasonable cost, what must be regarded as one of its most 
“- AOL Oe 
59,748.55 


important improvements. 

The negotiations referred to in the last report for the ac- 
uirement by your company of the control of the terminal 
acilities in Philadelphia of the International Navigation 

Company at Girard Point and Point Breeze were concluded, 
and a corporation formed uuder the name of the Girard 
Point Storage Company, in which your company has a con- 
trolling interest. Unfortunately, the large elevator was de- 
stroyed by fire April 28, 1881, and in consequence of the 
delay of the insurance companies in settling the loss, nearly 
six months elapsed before the work of rebuilding could be 
commenced, thus interfering very seriously with the export 
movement of grain through the port and largely increasing 
It isexpected that this elevator will be 
rebuiit by July 1 : the additional elevator building upon the 
same property is now almost ready for business, Their 


> 


looking to a foreclosure sale and reorganization of that com-| eombined capacity will be over 2,000,000 bushels. 


pany, which, should it take place, may probably lead to 


some settlement of this long aud vexatious litigation, which 
it is sincerely hoped may be satisfactory to all parties. 

There has been no material change since the close of the 
last annual report, in the status of the litigation between the 
Sc. Louis, Alton & Terre Haute Railroad Company and the 
Indianapolis & St. Louis Railroad Company, in which your 
company is indirectly interested. 

The work of improving the road-bed and superstructure 
of your Western lines was steadily continued. Additional 
sections of the track of the Pittsburgh, Fort Wayne & Chi- 
cago Railway and other lines were ballasted with stone 
and cinder, and extensive renewals made with steel rails. 
The entire main line of the Pittsburgh, Ft. Wayne & Chi- 
cago Railway, the New Castle & Beaver Valley and Law- 
rence railroads, the Cleveland & Pittsburgh Railroad, ex- 
cept 21 miles, 124 miles of the Little Miami, 306 miles of 
the Columbus, Chicago & Indiana Central, and 75 miles of 
the Jeffersonville, Madison & Indianapolis railroads are 
now laid with steel rails. During the year there were laid 
on the Northwestern lines, operated directly in your inter- 
est, 6,997 tons of steel rails, and on the Southwesterr lines 
12,501 tons of steel and 6,305 of new and re-rolled iron 
rails. Continued improvements have been made in the 
character of the motive power and equipment. 


The amount expended o. the year in better- 
ments on the lines west of Pittsburgh was... 
To which add the balance due at the close of the 
SOO CGE PORES, GO DAE Soe. o's. 5.56:0:0 2605 rhe: sane 
MEN cis £60055 501)56 Snobs ACENEEE OLS Dube oe" aeeD $3.709.45%.14 
On sccount of which the Pennsylvania Co. r ceived 
IEA 5 5 3060405 apcenchrandameincatncne «evi santek 1,075,627,11 
Leaving a balance due in general account (includ- 
ing amount due by Columbus, Chicago & Indiana 
Central, $637,453.48), Of....... 0 .cc8.05 ce00 ceces $2,633,826.03 


_The traffic of all the lines west of Pittsburgh operated 
directly by the Pennsylvania Company and the Pittsburgh, 
Cincinnati & St. Louis was as follows : 


881 1880. 


1881. Increase. P.c 
10.701 576 


Pass. carried.... 9,665,994 1,035,582 10.7 
Passenger miles. 364,865,113 321,783,885 43,081,228 13.4 
Tons freight car- 

are 25,914,352 22,302,291 3,612,061 16.2 
Ton miles........ 2,903,856,815 2,426,038,735 477.818,08S0 19.7 


Your board has authorized the construction of a branch 
road in Philadelphia, known asthe River Front Railroad, 
extending from a point on the Philadelphia & Trenton Rail- 
road to the Delaware River, and thence along the wharves 
to connect with your Delaware Extension tracks. This line 
will be of great value to your company, by enabling it to 
reach directly a large manufacturing and shipping section 
of the city, from which it has been heretofore excluded. It 
extends for its entire distance through the built-up portions 
of the city; there has heen expended on account of construc- 
tion $98,565.68 and on account of real estate, principally 
for freight depots and yards, $201,394.11, making a total of 
$299,959.79: it is completed except for about three-fourths 
of a mile. 

The construction of the third and fourth tracks of the 
main line adjacent to the city of Philadelphia has so far ad- 
vanced that valuable portions will be ready for use during 
the early part of this year. in the vicinity of Pittsburgh 
less progress has been made in this work, but it is hoped that 
during the present year enough will be brought into service 
to relieve your overcrowded tracks and yards at that point. 

The completion ofjtbe Pittsburgh, Virginia & Charleston 
Railway to Brownsville has had a marked influence upon 
the prosperity of that company, enabling it to provide from 
its net receipts for all its fixed liabilities, and when, through 
an extension of 17 miles, now in progress, it is -onnected 


.. $1,895,167.85 | wilh the Southwest Pennsylvania Railway, near Union- 


town, there is reason to believe that all that was claimed for 


1,814,285.29 | it in your last report will be more than realized. 


The continued activity in the coke district developed by 
the Southwest Pennsylvania Railway has necessitated the 
further extension of its branches: this railroad continues to 
7 one of the most important local feeders to your Main 

ine. 

Difficulties have attended the location of the revised line 
of the Western Pennsylvania Railroad, the importance of 
which was particularly referred to in the last report, 
but a considerable portion of the work is now under con- 
tract. 

The consummat‘on of the purchase of the Bellefonte & 
Snow Shoe Railr-ad, and its consolidation with the Bald 
Eagle Valley Railroad, have bad a favorable influence upon 
the development of the semi-bituminous coal region tribu- 
tary to that lme, and your interest in these properties has 
been largely promoted thereby. 





branch lines into the Clearfield and adjacent Karthaus coa 
regions is contemplated by your board. ‘The large increase 
in this traftic and its importance to the interests of your 
company, fully warrant the necessary expenditure for its 
proper development. 

Your board deemed it for the interest of your company to 
acquire a controlling interest in, and to assume the comple- 
tion of, the North West Branch Railway. This line ex- 
tends from a convection with the Sunbury, Hazleton & 
Wilkesbarre Railway (controlled by your company), to the 
town of Wilkesbarre, a distance of about 46 miles, passing 
through your own and other valuable anthracite coal prop- 
erties. The anthracite coal tonnage tributary to your lines, 
that should pass over the North & West Branch Railway, 
will, in all probability, make it directly profitable as an in- 
vestment, in addition to its indirect advantage to your other 
properties. 

The maintenance of the long wooden bridge of the North- 
ern Central Railway Company crossing the Susquebanna 
River at Marysville, has become so expensive as to make it 
advisable to build a road connecting your main line with the 
Northern Central Railway on the east bank of that river. 
This will enable the traffic of that road to use the substantial 
iron bridge of your company but a few miles below, and 
will save further expenditure upon the structure referred to. 
The work is now in progress, and will be completed this 

ear; its estimated cost, including bridge connections, will 
Ss about $200,000. 

The Philadelphia & Long Branch Railway, extending 
from Whitings to the seashore, and thence northwardly 
along the coast to a connection with the lines of the Central 
Railroad of New Jersey, was completed in the past year, 
but not in time to accommodate the summer traffic. Fo low- 
ing the complet'on of this line, negotiations were opened 
with the Central Railroad Company of New Jersey for the 
use of their leased line extending from the connection afore- 
said to Perth Amboy. which resulted in a contract between 
the Pennsylvania Railroad Company, the Central Railroad 
Company of New Jersey and the New York & Long Branch 
Railway Company, by which your company secures the 
joint use of a continuous line from New York to Long 

ranch, and the other large seaside resorts in that vicinity, 
thusyrendering unnecessary the construction of a competitive 
line. It is confidently believed that this arrangement will 
be productive of beneficial results to your New Jersey lines. 

Your board have also entered into a contract with the 
Wabash, St. Louis & Pacific Railway Company, and the 
Central Railroad Company of New Jersey, by which your 
lines between Bank, on the Allegheny Valley Railroad, 
and Milton. on the Philadelphia & Erie Railroad, will be 
used by the Seay named, for the exchange of through 
traffic between their respective lines. Under this arrange- 
ment the Wabash, St. Louis & Pacific Railway Company, 
and the Centra] Railroad Company of New Jersey, are tc 
promote the construction of a r between Red Rank and 
Youngstown, and if they avail themselves of the privileges 
thus afforded to them, both the Philadelphia & Erie Rail- 
road and the Low Grade Division of the Allegheny Valley 
Railroad should be benefited thereby. The contract was 
made in pursuance of the policy which your management 
deemed it wise to estabhsh, that of permitting the use of 
your lines by other companies, even though traffic . 
might be toa large extent competitive, and in pursuance 
thereof the Pennsylvania Company have heretofore ex- 
tended tothe other trunk-line systems the use of your West- 
ern roads, and notably, in this direction, recently opened 
under satisfactory arrangements, such portions of their 
system to the New York, Lake Erie & Western Railroad 
Company a; it desired to use for the purpose of reachin, 
the large commercial centres of the West. It is believ 
that the advantages to be obtained by the commercial 
interests of the country and by your company from the 
adoption of this broad principle in the management of your 
railways, wili more than compensate for any loss that may 
occur through the diver-ion of traffic that might be con- 
trolled by a more exclusive policy, 

During the year a reorgani was effected of the com- 
pany owing the railroad between Pomeroy and Delaware 
City, by which that portion of the line extending from 
Pomeroy on your Main Line to a connection with the Phila- 
delphia, Wilmington & Baltimore Railroad, near Newark, 
was organized as the Pomeroy & Newark Railroad, your 
company owning the entire share capital thereof. That por- 
tion of the road between the Philadelphia, Wilmington & 
Baltimore Railroad, and Delaware City, was sold to that 
company, and will be operated by it. 

During the past summer, surveys have been made for 
short brancbes from your Main Line into the Schuylkill 
Valley, at Conshohocken and Phoenixville, to reach the 
large iron and otber manufacturing interests located at 
those points. The traffic to be secured thereby to your 
Main Line would seem to warrant their construction. 

At the request of the American Union Telegraph Com- 
pany, their contract with your company was annulled, and 
thereupon a new contract was made with the Western 
Union Telegraph Company, under date of Sept. 20, 1581, by 
which your company receives a fair compensation for tbe 
privileges accorded on its lines, and under which all former 
contracts with the Western Union Company have been can- 
celed. This arrangement bas settled on a satisfactory basis 
a number of questions at issue between the two companies, 
and bas given a definite interpretation to the rights of both 
parties, in lieu of the numerous vague and conflicting agree- 
ments heretofore ia existence, which were causing continued 
litigation. 

In pursuance of the authority conferred at the last annual 
meeting, there were allotted to the shareholders in May, 
1881, 176,051 shares of your capital stock at par, so that 
the share capital is now represented by 1,553,455 shares o 
a par value of $77,672,750. The shares of the capital stock 
purchased from tbe city of Philadelphia, that had not been 
distributed to the shareholders, were sold at their mark: t 
value, and the proceeds applied to the general purposes of 
the company. It should not be forgotten by the share- 
holders that the premium obtained by them on this allot- 
ment. added to the cash dividends paid during the year, was 
equivalent to a total dividend of 12 ner cent. 

At the last annual meeting you were advised that your 
board had concluded a contract for the purehase of not Jess 
than 92,000 shares of the capital stock of the Philadelphia, 
Wilmington & Baltimore Railroad Company, with the 
option, on the part of the sellers, to deliver the whole issue 
thereof. Under this contract there were acquired 217,819 
out of a total issue of 235,901 shares, costing your com- 
pany $17,032,879.25. The funds for this payment were 
supplied, in part, through the allotment of the stock before 
alluded to, andin part through the sale of $10,000,000 of 
trust certificates, bearing interest at 4 per cent. per annum, 
for the payment of which the faith of your company is 
pledged ; they are further secured by a collateral deposit of 
200,000 sbares of Philadelphia, Wilmington & Baltimore 
Railroad stock, at its par value of $50 per share, with the 
Pennsylvania Company for Insurances on L‘ves and Grant- 
ing Annuities, as trustee. The dividends upon this stock, 
after providivg for the interest upon the then outstanding 
certificates, are applied as a sinking fund to their purchase 





A further extension of ! 


and cancellation whenever they can be obtained at a price 
not exceeding par. Should the revenues of the Philadel- 
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phia, Wilmington & Baltimore Railroad Company be as 
satisfactory iu the future as they have been in the past, the 
sinking fund from this source will provide for the 
redemption of the loan ong before its maturity, 
without any other contribution from your revenues, and 
will therefore result in giving to your company this valua- 
ble property at a nominal price compared with its present 
value. It'was thought better to resort to this method of 
obtaining a portion of the moneys necessary to make this 
large payment, than toraise the entire amount through an 
increase of your capital stock, especially as your company 
was. able to dispose of the trust certificates at a satisfactory 
price. From the further examination made of the condi- 
tion of this property since its acquisition, ro board are 
more than ever convinced of the wisdom of its purchase, 
although bed gio for was at the time thought to 
be fully equal to;if not in excess of, its value. It not only 
gives to Wes company the ownership of a continuous line 
between Washington and New York, and makes directly 
tributary to your system the valuable traffic originating in 
the productive section traversed by its auxiliary lines, but 
also secures extensive additional terminal facilities at Phila- 
delphia and Baltimore, of such character as could not now 
be acquired at any reasonable cost, if at all. 

Should the industrial prosperity of the country continue 
during the present . the interest of your companies 
ean only be properly protected by continued expenditure 
for additional facilities and improvements mt or to meet 
increase of traffic. When it is remembered that the tonnage 
of your main live and branches has increased during the 
last eleven years over 200 per cent., and that the average 
increase each year over the preceding one has been over 11 
per cent., the necessity for this continued outlay of capital 
for tracks, equipment and other property is sit evident. 
This increase of traffic is only secured by accepting the 
steady reduction in rates which seems to be demanded by 
the commercial interests of the country, and in order to ob- 
tain any profit from its transportation and meet the exact- 
ing requirement of the public, your properties must have 
the best possible facilities for its prompt and economical 
movement. Your attention is specially called to the state 
ments showing the rate _ ton per mile received on 
freight traffic and the cost of moving the 
same on the several divisions of your road. From 
these it will be noted that these rates have now reached a: 
point where only through remarkable economies in the 
movement of tonnage, and the maintenance of your proper- 
ties at the highest standard of efficiency, cau any profit be 
realized therefrom. Certainly no grave cause of complaint 
van exist on the part of the commercial interests served by 
your road, when the average rate received for the trans- 
portation of freight on your main line and branches for the 
year was less than eight mills per ton per mile. 

The harmonious relations existing between the Trunk 
Lines during the year 1880, which secured such satisfactory 
results to the commercial interests of the country, as well as 
to the railways, were unfortunately disturbed during the 
last seven months of the year 1881, by causes beyond the 
control of your management. This led to a more severe and 
continued reduction of rates than had ever before occurred. 
Owing to the great volume of local and through traffic 
pressiug upon your lines, your company was able to obtain 
rates, which, while in advance of those charged by com- 
petitive lines, left but a smail margin of profit. The effects 
of the reduction were more marked upon your Southwestern 
roads than upon any other — of your system, by rea- 
son of a larger proportion of their business being composed 
of through traffic. It is now hoped that some satisfactory 
understanding will be reached that will prevent a recur- 
rence of these differences; the efforts of your management 
have been steadily directed toward that end. 


CHANGES IN ORGANIZATION, 


The hope expressed in your last report that relief from 
official cares would restore the health and vigor of your 
former President, Mr. Thomas A. Scott, was unhappily not 
realized. His unwearying devotion to the interests in his 
charge had so shattered his bealth that, on May 21, 1881, 
less than a year after his resignation, he died, universally 
lamented and regretted. Suitable action was taken by the 
board, and entered on the minutes as a brief tribute to the 
memory of one whose life was so inseparably identified 
with the interests of your company. 

Your company also lost during the year by resignation, 
and but a short time before bis death, the services of Mr. 
Thomas T. Firth, long and honorably associated with your 
road as its Treasurer, andin other capacities. Mr. Joseph 
Lesley, who had been in your service since Dec. 5, 1860, and 
your Secretary since May 3, 1869. having been compelled 
by ill-health to retire from the duties of that position, Mr. 
John C., Sims, Jr., was appointed Secretary in his place. 
Mr. W. H. Frailey was also appointed Assistant Treasurer. 

Mr. L, P. Farmer, having resigned his position as General 
Passenger Agent, Mr. James R. Wood was appointed to fill 
the vacancy, and Mr. George W. Boyd appointed Assistant 
General Passenger Agent. 

Mr. J. L. Gossler, Assistant General Freight Agent for 
New York and New England, for manv years in the service 
of lines identified with your system, having tendered his 
resignation, Mr. M. H. Smith was appointed General Agent 
for New York and New England; and upon his resignation, 
Mr. John Whittaker was promoted to tbat position. 

Mr. George M. Ball was SS Manager of the Empire 
Line, in the place of Mr. G. W. Ristine, resigned, and Mr. 
L. G. Kies, Western Superintendent, in place of Mr. George 
W. Cross, resigned. 

Under the revised organization adopted Oct. 12, 1881, Mr. 
W. H. Brown was made Chief Engineer, with Mr. Jobn C. 
Wilson and Mr. R. E. Pettit as Assistants; Mr. M. Riebe- 
nack, Assistant Comptroller; Mr. Thomas P. Sargent, As- 
sistant Purchasing Agent, and Mr. George W. I. Ball, Chief 
Conveyancer. 

Mr. 8. M. Prevost was appointed Superintendent of the 
Philadelphia Division in place of Mr. Lockard, assigned to 
other duty on account of impaired health ; Mr. H. H. Carter 
taking Mr. Prevost’s place as Superintendent of the Middle 
Division, Mr. J. B. Hutchinson Mr. Carter's place as Super- 
intendent of the Frederick Division, and Mr. William M. 
Phillips Mr. Hutchinson’s place on the Lewistown Division. 

Mr. E. B. Taylor having been transferred to your lines 
west of Pittsburgh, Mr. A. P. Kirkland wes appointed 
Superintendent of the West Pennsyivania Division, and Mr. 
A. B. Starr Superintendent of the Sunbury, Hazleton & 
Wilkesbarre Railway, in place of Mr. L. L. Lodge, trans- 
ferred. Mr. D. M. Watt was appointed Superintendent of 
the Monongahela Division, in place of Mr. J. M. Byres, 
assigned to important engineering work. Mr. William A. 
Baldwin, General Superintendent of the Philadelphia & Erie 
Railroad, having accepted tha important ition on your 
line west of Pittsburgh, was succeeded by Mr. Robert Neil- 
son, Sept. 1, 1881. 





CONCLUSION. 

From the general account and other statements it will be 
seen that the Pennsylvania Railroad Company has no float- 
ing indebtedness, and that the corporations for which it is 
responsible have no floating indebtedness, except such as is 
held in your own treasury. It will be noted that the securi- 
ties owned by the company, representing a cost on your 
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During year 1881. 
Dr. 





Increase. Decrease. 





To capital stock 

To first-mortgage bonds due 1880 (outstanding) 

To general mortgage bonds due 1910 

To consolidated mortgage bonds due 1905.............0.e-seeeeeee : 

To consolidated mortgage bonds due 1919 

To Navy Yard mortgage régistered bonds due 1901 . 

To lien of the state upontthe public works between Philadelphia) 
and Pittsburgh, bearing 5 per cent. interest, payable in annual in- 
stallments of $460,000, applicable first to the interest, and the 
remainder to principal ; i 
$7,500,000 

To mortgages and ground rents payable. ............-- 


the original amount of which was | 
3,561,365.78 
1,834,112.47). . 

To Pensylvania Company for Insurance on Lives and Granting An- 

nuities, trust certificates. ............... ++ | 
Accounts payable, viz 

To passenger and freight balances due other roads............. . = 

To pay-rolls and vouchers for December, 1881, due January, 1882..| 

To cash dividends due to stockholders unpaid 

To dividend scrip of December, 1873, outstanding 

To dividend scrip of May and November, 1880, outstanding 

To sundry accounts due other roads, etc 


183,279.18 
BFF ONG oc sin cps 


———_— —— — 8,263,369.41 

To appraised value of securities owned by the United New Jersey 
Railroad & Canal Co., and transferred with the lease of the works 
of that company. .............seseees “es F 

To equipment of road and canal owned by the United New Jersey 
Railroad & Canal Co., and transferred with the lease of the 
works of that company ee 

To fund for the purchase of securities guaranteed by the Pennsyl- 
vania Railroad Co., undér trust created Oct. 9, 187 

To 950 consolidated mortgage bonds redeemed and canceled 

To balance to credit of profit and loss............2.0.eeeee cee e eens 


3,895,584.60 


os rer 


600,000.00) 
291,480.00 
2 La ea a 








By balance standing on the books of the company for the con- | 
struction of the railroad between Philade — and Pitts- 
burgh, including the original cost of the Philadelphia & Colum- | 
bia Railroad ($5,375,733.43); also the branches to Indiana, | 
Hollidaysburg & Morrison’s Cove; also the branch to connect 
with the Pittsburgh, Virginia and Charleston Railroad and | 
branch at Tyrone ; also bridge over the Susquehanna River at | 
Columbia, and branches from Columbia to York, and Frazer to | 
Woodland, comprising 1,119.27 miles of single track ‘exclusive | 
of the Harrisburg & Lancaster Railroad, 98 70 miles), and in- | 
cluding wharves and grain elevator, and cost of stations, ware- 

| $36,066,670.70 


houses and rer ror ” 
By balance to debt of equipment of road, consisting of 907 loco-| 
passenger cars, 175 baggage, mail and express 





$1,699,949.96) 


| 
ia] 1,836,838,84 
893,013.15 


motives, 675 
cars, 22,265 freight cars and 2,161 road cars, including shop, | 
machinery, steamboats and car floats, and also including equip- | = } 
ment of canal, consisting of schooners, barges and tugs. | 19,875,039.80 
By cost of real estate of the company and telegraph lines............ | RETO FOB GE) oo cccscscccssdes } 
[accor 
Total amount charged to construction, equipment and real estate | 
account, including sidings. stations. warehouses. shops and shop | 
machinery, telegraph lines, canal equipment, etc., etc 
Other assets. 
By cost of bonds of railroad corporations................+++ee+++ 3 
By cost of capital stocks of railroad corporations..............++ ey 
By cost of bonds and stocks of municipal corporations, coal com-| 
panies, canal companies, bridge companies, and investments not} 
otherwise enumerated | 


$67,692,875.02| 


$19,490,474.48)...... 2.2... - . 
52,953,573.00 


7,075,108.77 





Total cost of bonds and stocks belonging to the company 
By managers of trust created by Pennsylvania Railroad Co., 
Oct., 1878 | 
i CN a ants ck SCORE RKGASEech WERE EE ESTERS DEAESS CLOSES 
By mortage and ground rents receivable... ......... } 
By amount expended for the purchase of anthracite coal lands, | 
Hazleton, Hamilton, Eastwick and other tracts...............6-20- |eeeeeeeeteeweees 
By appraised value of securities owned by the United New Jersey 
Railroad & Canal Co., and transferred with the lease of the 
works of that company | 
By equipment of road and canal owned by the United New Jersey | 
Railroad & Canal Co., and transferred with the lease of the | 
I rN a sicccctes san ccesrtashactansseaserccesces Jottteeeeeeeeeees 
By amount of fuel and materials on hand for repairs to locomo-} } 
tives. cars and maintenance of way, viz.: | | 
For the Pennsylvania Railroad | 2,243,303.68 
For the United New Jersey Railroad & Canal | 765,948.52} 
For the Philadelphia & Erie Railroad 304,080.04) 


79,719,156.25 


1,900,000.00! 
10,000.00).... 
88,661.00) 


| 
738,010.98) ......... 


3,895,584.60) 
if 
2,805,854.53 


By amount of bills and accounts receivable, and amounts due} 
from other roads, including edvances made to railroad corpora-| 
me for construction, and purchase of equipment used on their | 
ines, viz.: 

Philadelphia & Erie Railroad | 

United New Jersey Railroad & Canal construction. ............. { 

United New Jersey Railroad & Canal sinking fund and re- 
— accoun 

United New Jersey 

ae RII en a cas ce a scauhsccesn etna Shs Sudciisscces cteas j 


ce Eee, SOP OREE CE Ere 
441,877.18 


1,252,200.00 soe] 
oS renee 
8,192,459.45 


—) 
112,920.00 
154,444.79) .... 
\——— - 10.563,458.58) .. 

By cash balance in hands of the Joint Stock Bank, London, and as 

other parties to pay coupons due in January, 1882...............+ Joeseccececescece 1,141,997.34 .: . 

By cash balance in hands of freight and passenger agents, etc...... | 174,128.34 


2,005,842.17) 
By cash balance in hands of Treasurer 
3,678,945.00 


1,673,103.02]..... 





Total.... 


f ma $175,547,876.13 $28,286,621.62| $6,995,639.60 
Less amount of decrease | | ” 


6,995,639.60 : 








Total amount of increase B21 FOO BORO) 6.cccscceveseces 








books of the large amount of $79,719,158.25, produced a net The bonded debt was reduced by $99,000 during the year. 

income of over 4 per cent.. or $3,211,465.63. In consequence of the destruction of the Secretary’s books 
The board desires to acknowledge the fidelity and efficiency | by fire several years ago, it is impossible for the officers of 

with which the officers and emplovés of the company have the company to state the amount of paid-up capital, and it 

discharged the duties entrusted to them, which, owing to the | is therefore necessarily omitted in the report. 

great increase in traffic, have been more than usually| The earnings for the year were as follows : 

onerous during the past year. 1880. 

92,196, Seeoe 


674,553.3) 


P. c. 
18.7 
22.9 


Decrease. 
$210,028.55 
154,845.72 


1881. 
Harnings........... $914,271.77 
Expenses... .. .... 519,707.66 


Net earn 
: : . Gross 
This company owns a very circuitous road from Reno, |; _ mile 


Nev., to Virginia City, 52.2 miles, with a branch to Silver | Netearn. per mile.. 7,347.50 8,375.18 
City, 1.5 cg —— ge — in - It —s ay Per cent. of exps .. 56.84 60.00 
business, both in through freight to Virginia, and also in F iar 
hauling ore from the mines on the Comstock lead to the The income account was as follows : 
mills on the Carson River. ‘I'he report is for the year end- 
ing Dec. 31, 1881. 

The equipment consists of 17 engines; 10 passenger and 4 
baggage, mail and express cars; 7 box, 237 flatand 117 ore | Interest... . 
cars. SUN OE OUND. o.ic i iccccaccseces 10000 9 


9,000 
The general account is as follows: Dividends siceeeteeee eee ereesese sees 240,000 


Virginia & Truckee. 


$394,564.11 $449,746.94 $55,182.83 12.3 


17,025.54 20,936.69 3,911.15 18.7 
1,027.62 12.3 


3.16 


$394,464.11 
45,756.38 


$440,220.49 


422,750.00 


$6,000,000.00 Mange 
: $17,470.49 * 


801,000.00 

87,851.16 

$6,888,851.16 | 
.$4,386,692.48 


Twelve monthly dividends were paid. 
The business of the road has shown a decrease for several 








203,897. 


Due from sundry sources.............. : 
4,966,339.86 


Excess of liabilities $1,922,511.30 


| years, though it is still large. 

| The road carried 298,572 tons of freight last year, a de- 

| crease of 45,353 tons, or 12.1 per cent., from 1880, and of 

| 97,282 tons, or 24.6 per cent., from 1879, Its traffic varies -. 
— much with the condition of affairs on the Comstock ~ 

| lode, 





